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Don’t let rising costs 
tempt you to cut the 
quality of your freight 
shipping cases. 









There’s a better way. 





H. & D. Corrugated Fibre Boxes 


will bring you legitimate and substantial savings and 
instead of lowering your packing standard 


THEY WILL IMPROVE IT 


The sheets that go into them are made in our own mills, 
and made expressly for box-material. 

If you want to protect yourself from extortionate pack- 
ing. costs and at the same time get the most reliable 
shipping boxes on the market, WRITE US. 

Our packing manual, ‘‘HOW TO PACK IT,”’ free 
for the asking. 
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More Work, Less Cost 
with Storage Battery 


Trucks and Tractors 


These trucks have revolutionized the handling of 
material at freight terminals, on wharves and 
docks and in industrial plants. Three times the 
work at one-tenth the cost is not an unusual record where 
storage battery industrial trucks and tractors have replaced 
hand trucks. 


Tractor hauling general merchandise from’ freight cars. The work done and the cost of that work, however, is largely 
Equipped with 30 cells MV-9 ‘‘ flroncladeExid¢e ’’ Battery dependent upon the storage battery used. 


The “Tronclad-Exide’’ Battery 


is the highest development of the famous ¢* x{jde’’ battery which for years has been the standard and most widely used bat- 
tery for electric vehicles. 

The ‘* Fronclad=Exide’’ battery is built for continuous every-day service. It seldom, if ever, requires cleaning, it gives a 
long life and is easily cared for. 

These-are the industrial truck manufacturers who are using the ‘‘ fronclad=Exide’’ Battery: 


Buda Co., Harvey, Ill. C. W. Hunt Co., West New Brighton, N. Y. 
Cowan Truck Co., Holyoke, Mass. Lansing Co., Lansing, Mi 

Galion Dynamic Motor Truck Co., Colles. and Mercury Mfg. Co., Chicago. Ill. 

General Vehicle Co., Long Ialand City, N a Orenstein, Arthur’ Koppel Co., Koppel, Pa. 


THE ELECTRIC STORAGE BATTERY CO. 


1888 PHILADELPHIA, PA. 1916 


New York Chicago Cleveland Denver Pittsburgh Rochester San Francisco Boston 
t. Louis Atlanta Washington Detroit Toronto 
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Is There a Hole in Your Money Bag? 


Mr Railroa d Official : Will you condescend to answer a few questions pertamming to the conse1va- 


tion of railroad earnings? 








Isn’t it a fact that a goo: percentage of your revenue is applied in the adjustment of claims emanating from 
shipments in bags? 


Isn’t this leak a noticeable one? 
Would you be favorable to the modification of the classifications increasing rates on shipments in bags? 
Can you not appreciate the resultant saving? 


The barrel has no strings to loosen, cannot be slit by a stray nail, torn from careless handling, nor is a ship- 
ment in barrels susceptible to damage from a leaky roof, particularly does this apply to flour and sugar. The liability 
of pilferage is also lessened, and there are a hundred other reasons favorable to the barrel. We would be pleased 
to tell you more about it, or with your permission we will have a representative call. 


J. D. HOLLINGSHEAD CO.,, 7° a@Jéd"Hi5""* 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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It Is To Your Interest 


to use the Express because it is a high class of transportation 
service. It has quality—superior value. And because it has 
quality—special qualities applicable to the safe, expeditious 
and altogether superior carriage of package business—every 
efficient business should use it up to the very limit of its 
possibilities. 


Are you doing this? Are you discriminating about your 
package transportation at a// ? 


When you buy Express service you buy a number of things: 


Collection from your business doorstep. A call-card or tel- 
ephone call automatically starts your goods on their journey. 


A receipt given for your shipment and one taken from the 
recipient. More than a slip of paper is the receipt we give 
—an insurance policy without extra cost against loss or 
damage for the value of the shipment up to $50. 


The choice of shipping prepaid or collect. 


Last, and by far most important—the thinking services 
of trained men—for it is the man-element that makes ex- 
press service valuable. 


Are you getting full value for the money you're spending 
on package transportation? Express service will supply it. 


Send to 51 Broadway, New York, for pamphlet which will 
tell you why <*It Is To Your Interest To Use The Express.”’ 


Wells Fargo & Co Express 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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THE ROSE BY ANOTHER NAME 





We note in an exchange a statement to the ef- 
fect. that a certain important railroad is about to 
paint a trademark on all its freight cars as fast as 
they reach the shops. The cost is estimated at 
sixty cents a car. If the road has 5,000 cars the 
first cost will thus be $3,000, with an additional cost 
of sixty cents a car every time one is repainted or 
a new one is bought. The expenditure is not start- 
ling, but it serves to point a moral. 


The railroads—this road among them—are op- 
posed to spending money for freight advertising. 
There is not much reason in their position and lit- 
tle thought is expended in explaining it, but they do 
not advertise—that is, they do not use printer’s ink 
in advertising. But our query is, “What is this 
expenditure for a trademark on freight cars, if it 
is not for freight advertising?” No matter to what 
fund it is charged on the books or what explanation 
for it is given by the road’s officials, it is purely and 
simply freight advertising. And not only that. It 
is poor advertising—if it is to stop there. Not 
many persons will notice it except passengers on 
trains ‘held up at railroad crossings or in railroad 
yards, where their bored glances from the car win- 
dows will be met sometimes by this painted sym- 
bol. How many of these passengers are shippers of 
freight and how many of those that are shippers 
will be influenced by the painting? 

We have said that this is poor advertising, “if it is 
to stop there.” Of course, it is possible that if the 
road were to start an extensive advertising cam- 
paign, making use of this symbol in its advertising 
matter, there might be a cumulative effect on the 
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minds of readers that in time would cause them to 
think at once of this road when they had any freight 
they might give to it, and so, in time, would mean 
business for the road. It would, at least, give the 
advertising writers something to talk about in their 
copy. 

But such a plan is far beyond anything we have 
ever suggested in the way of freight advertising. 
We have been trying to persuade the railroads, not 
to a policy of general freight advertising, neces- 
sarily, but to a plan of letting their shippers, actual 
and potential, know about the special facilities they 
have for certain kinds of freight or in certain locali- 
ties, and to make these things known by advertis- 
ing in the kind of journals that reach the shippers to 
whom they wish to convey the information. How 
much better it would be for this road about which 
we have been talking to recognize that its plan for a 
trademark is mere freight advertising and to spend 
the original three or four thousand dollars and the 
added annual cost of repainting old cars and paint- 
ing new ones—or such part of the sum as can be 
wisely spent—for advertising with printer’s ink. 
The rose by the other name would not only ‘smell 
as sweet, but its value would be a hundredfold 
greater. 


McVANN ON REGULATION. 





The latest contribution to the discussion as to 
the advisability and legality of exclusive Federal 
regulation of common carriers is made by E. J. 
McVann, in an address before the Traffic Club of 
New England. Although he says his mind is open 
on the question—and we do not mean to question 
that statement—his argument, nevertheless, is 


against the legality of central regulation, except 


after amendments to the Constitution, and also 
against the practicability and efficiency of the plan, 
‘even if legal. But the spirit in which he approaches 
the problem is to be commended, whatever his 
opinions or doubts. It is that if railway and indus- 
trial traffic managers—with the help of the lawyers, 
of course—attack the subject together and in ear- 
nest, they will find a proper solution. In other 
words, if they go about the matter seriously they 
ought to be able to determine whether the plan of 
central control is desirable, and, if so, whether it 
is legal. If it is not desirable it makes no differ- 
ence whether it is legal or not. If it is desirable 
and not legal, and cannot be made legal, then, of 
course, it cannot be put into effect. But if it is 
desirable and legal, or can be made legal, then 
something ought to be done about it. We notice, 
also, that Mr. McVann keeps his discussion free 
from all sentimental discussion in regard to so- 


. 
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called states rights. His is the correct point of 
view. It is a practical problem and must be settled 
by practical men. 

Mr. McVann says that the attitude of the aver- 
age man who is uninformed on the subject is likely 
to be that of the editor of the Outlook, who says 
that regulation should be unified in Federal con- 
trol and not divided between the Federal govern- 
ment and forty-eight conflicting states. We should 
like to point out that not only is this likely to be 
the view of the average uninformed man, but that 
it is likely also to be the view of the average man 
of information, and that it is actually the attitude 
of many very well informed men who have given 
the subject much study and whose views are en- 
titled to consideration. Mr. McVann himself men- 
tions Mr. Thom, though he evidently does not 
agree with that gentleman. Certainly, whatever 
one thinks about this matter, he cannot well support 
his position by urging the amateurishness of those 
who favor the centralization of regulating authority. 

One great trouble with Mr. McVann’s expression 
is that he makes the argument of the other side 
go too far. No one that we know of, for instance, 
has any idea that the states should surrender their 
taxing power in favor of the Federal government. 
Neither can we see any necessity for doing away 
with local speed laws. Interstate commerce is not 
interfered with, in any real sense, by a local ordi- 
nance regulating the speed at which trains go 
through the city. By the same token, we do not 
see as much as Mr. McVann does in the point that 
the duties of the Interstate Commerce Commission 


would be so overwhelmingly increased by the 
change. It is not necessary, in this scheme of ex- 


clusive Federal regulation, that the Commission 


‘supervise the entire conduct of the railroad busi- 


ness of the United States from the incorporation of 
the companies down to the question of fixing the 
hours within which freight houses should be kept 
We ought to keep ourselves within the 
bounds of reason in discussing the subject, for 


open.” 


either side can be made to look ridiculous by exag- 
geration. 

Mr. McVann suggests as a substitute for either 
extreme of solution of this problem that the various 
state laws be made uniform. This would indeed 
do away with a great part of the vexation that 
arises from our dual system of regulation. But can 
it be accomplished? We know of no harder task 
that could be set. It would take years—as the 
attempt has already taken—even if it could be done 
at all. The argument that uniformity makes for 


efficiency and fairness has no appeal for the legis- 
lator with an ax to grind or the demagogue with 
votes in his eye. 
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USE OF OPINION NUMBERS. 





It may be of some value, as well as interest, to 
our readers to know that we have resumed the 
use of opinion numbers in publishing the opinions 
of the Interstate Commerce Commission, though 
the .Commission itself has not officially done so. 
Formerly the: Commission did give an official opin- 
ion number, but it stopped this practice in the fall 
of 1913. The first four or five hundred of the 
Commission’s opinions were not numbered at all, 
but a messenger boy in the docket division, to help 
him in keeping the files of opinions, numbered 
them. Somebody in authority thought this a good 
idea and the practice was.adopted of having the 
government printing office show the opinion num- 
ber in large type on the face of the document. But 
when the opinions were put into bound volumes 
the opinion numbers were not shown and consid- 
erable confusion was caused by attorneys who, in 
arguing before the Commission, would say: “I hold 
in my hand your opinion, number so and so.” 
These numbers meant nothing to the commission- 
ers, who were using the bound volumes, so they 
ordered the opinion numbers stopped altogether. 
They did not order the opinion numbers repeated 
in the bound volumes for fear there would be con- 
fusion with the docket numbers: But when the 
Commission ordered the opinion numbers cut out 
the clerks asked the government printing office to 
continue showing the numbers in the upper left 
hand corner in small type to assist them in keeping 
the files, just as the original messenger boy had 
done. So, while the opinion numbers are thus 
shown on the opinions, they are not Officially 
shown. Thinking it may be of some assistance to 
our subscribers in their relations with us and not, 
of course, desiring to interfere with the methods 
of the Commission, we are now showing these 
numbers, which are a continuation of the series as 
if there had been no break. 


COMMISSION ORDERS 


Complainant in case 8409, J. J. Latum vs. Santa Fe et ai., 
has been granted permission to amend complaint. 

The motion of defendant, A.. T. & S. F., in case 7518, 
A. G. Crouch Grain Co. et al. vs. Santa Fe et al., to strike 
from the record briefs submitted on behalf of counsel of 
grain exchanges, denied. 

The Hood River Lumber Manufacturers’ Assn. has been 
allowed to intervene in case 8373, East & West Lumber 
Co. et al. vs. O. W. R. R. & Nav. Co. et al. 

The Royal River Packing Co. has been allowed to inter- 
vene in case 8605, Cumberland City Power & Light Co. 
et al. vs. Eastern S. S. Corp. et al. 

The Metropolis Commercial Club has been allowed to 
intervene in case 8530, Jas; E. Stark & Co. et al. vs. Ill. 
Cent. et al. 
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12 March 18, 1916 
CURRENT TOPICS IN WASHINGTON 
to Differences in Classification.—A hint 
he that it is not wise for the carriers 
ns to lay too much stress on the dif- 
yh ferences in the three classifications 
- has been traveling among men inter- 
0. ested ever since the report of the 
n- Commission on the application of the 
ll carriers for permission to ignore the 
ne fourth section in making rates from 
1] defined territories to Louisiana and 
‘ Texas was made public. The fact the 
Ip Commission has authority, under section fifteen to declare 
ad what shall be a reasonable classification has been cited as 
d the chief reason for abstinence from such pointing out. 
1e The idea is that if that fact is used as an excuse too 
often the Commission may take the bull by the horns 
ai and prescribe a uniform classification and exceptions 
At thereto. Many times it has been argued that the Com- 
eS mission might make a uniform classification and do away 
iL with injustices to the carriers in different parts of the 
n country by prescribing exceptions to such a unified classi- 
d fication. The exceptions to the three classifications, there 
are men willing to contend, are more important than the 
classifications themselves, even as there: are men who 
1- laugh every time an argument is based on the fact that 
Vv the first class rate is so and so. The tonnage carried 
“§ on the class rates other than fourth, fifth and sixth, is 
d insignificant. If there were always a definite and in- 
variable relation between first, fourth, fifth and sixth, 


arguments, based on the first class it is submitted, would 
ic be the best that could be made. A majority of the 





it complaints, it is believed, are disputes between jobbers. 
O Fifth class “in’ and fourth class “out” constitute the 
4 bones of contention. When manufacturers complain the 
rt essence is generally found to be the relation the in and 
g out rates bear to the in and out rates at some other 
d place. All of which goes to the credit of Joseph Benson 
s Foraker, one time senator from Ohio, who declared that 
y no shipper cared, as a rule, what his rate was, if he could 
? be assured that he was paying no more, relatively speak- 
“3 ing, than his competitor. The eminent Ohioan, by saying 
t, that, placed himself on the Roosevelt “in bad” list, be- 
Ss cause in making it he was opposing some feature of the 
e Hepburn bill as unnecessary. 
Efficiency in Running Ships.—As some of those who 
attended the freight congestion conference, March 6 and 
7, see the matter, what this country most needs now is 
some central authority to compel the running of ships so 
as to give American shippers the maximum of benefit. 
According to the declaration of some who attended the 
conference, the admiralty board of the entente allies, or 
q whatever the central authority is called, has called half- 
e loaded ships away from Gulf ports to take small consign- 
f ments of munitions from Atlantic ports instead of allowing 


the ships at south Atlantic and Gulf ports to fill the cargo 
space as much as possible at those ports and then proceed 
r to New York to complete Ioading. It was also alleged 
that the entente authority ordered ships away from New 
York with small cargoes of ammunition and war -gear, 
without waiting for other commodities that could have 
been stowed in their spaces. An American board author- 
. ized to impose penalties for such foolish management of 
7 ships at a time of congestion, it is suggested, would »e 
good for the allies, «American shippers and American 
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railroads. None of the warring nations of Europe is s9 
powerful as to be able to say to an American board that 
it shall not interfere with such discriminations between 
American shippers. <A foreign ship that comes into an 
American port can be brought to obey American rules 
intended for the benefit of all shippers, even as a Cana- 
dian railroad operating in the United States must obey 
the American law. The La Follette Seaman’s haw under- 
takes to prescribe rules and regulations for foreign ships. 
If the government cared to undertake the application of 
the letter of that law, the ships sent to American ports 
would have to comply—or remain away. At this stage 
of the war, it is believed, the British admiralty would 
not undertake to order a boycott. 





Railroad Investigations. Passé.—The era when a con- 
gressional or a Commission investigation of some railroad 
was to be had for the asking, appears to have passed, 
with the era when congressmen had a sincere desire to 
ask for such inquiries. - This observation is made because 
a few days ago Representative Oglesby of New York 


. offered a resolution directing the House committee on 


interstate and foreign commerce to investigate again the 
Rock Island, its financial history, receivership and re- 
organization, notwithstanding the report of the Interstate 
Commerce Commission on those subjects. The object 
appeared to be the prevention of any action in Judge 
Carpenter’s court in Chicago on March 15 looking toward 
the completion of the foreclosure and sale of the property 
by reason of the default last January. The resolution 
set forth the fact that the matter would come up in the 
court on March 15 and that unless something was done 
to prevent, the default would be held to be final and 
the property reorganized in the interest of those who, 
according to the report of the Commission, placed the 
Rock Island in its present position. Notwithstanding the 
shivering done in the preamble, the House committee, to 
which the resolution was referred, paid not the least 
attention to it. The committee saw March 15 approach, 
arrive, and depart without the smallest sign of emotion. 
Mr. Oglesby, apparently, thought so little of the resolu- 
tion that he wrote parenthetically that he had offered it 
“by request.” In other words, he refused to stand sponsor, 
either for the allegations or to say there was any neces- 
sity for Congress going over the ground that had been 
traversed by the Commission. 





Regulatory Legislation.—If a favorable report, or even 
the passage of a bill by the Senate, were a significant 
fact, this would have been deemed an important week 
in the history of regulatory legislation. The indorsement 
of the Rayburn securities bill, the Adamson bill increas- 
ing the number of Commissioners, and the amended New- 
lands resolution by the House committee on interstate 
and foreign commerce would be enough to talk about 
for a long time, without mentioning the. fact that the 
Senate has passed the Pomerene bill of lading bill defining 
the kind of receipts carriers shall issue for goods given 
to them for transportation. But it is a long way between 
favorable reporting and passage by both houses of Con- 
gress. Most bills passed by one house fail to come he- 
fore the other. More fail even to receive favorable men- 
tion from a committee. If the maelstrom of appropriation 
bills and foreign affairs does not swallow the Adamson 
and Newlands measures, they are in an exceedingly fair 
way of passage before the end of the session. The Sen- 
ate passed the Pomerene bill at a prior session. The 
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House passed the Rayburn bill at the last session, so 
that from a practical point of view they are no better 
off than they were a year or more ago. 





Pittsburgh Iron and Steel Rates.—Refusal of the Com- 
mission to allow the transcontinental railroads to extend 
to Pittsburgh the 55-cent rate now prevailing on iron and 
steel from Mississippi River crossings and Chicago, looks 
like a blow to steel companies ‘not affiliated with the 
United States Steel Corporation. The Gary plant of that 
corporation is believed to be the most modern in the 
world and the one equipped to turn out iron and steel 
at costs lower than those at Pittsburgh. If the custom 
of making Pittsburgh the basing point for steel prices at 
the Pacific coast continues the decision means giving the 
steel plants around Chicago a ten-cent advantage over 
Pittsburgh in the coast business. If Gary becomes the 
new basing price center, Pittsburgh loses business in the 
central West. Pittsburgii may fume and fret over the 
situation, but the Commission seems to be amply forti- 
fied in what it has done by the fact that it is according 
to Chicago the benefit of its geographical location. Of 
course, the transcontinental carriers have it in their 
power to place Pittsburgh on an equality with Chicago 
by the simple expedient of reducing rates at intermediate 
points. There*‘is no suggestion, however, they will do 
that. The disadvantage of:the new situation, if any, will 
fall, it is believed, on the iron and steel mills in the 
Pittsburgh district that have no plants in the Chicago 
rate territory. However, according to the view expressed 
by the federal court at Philadelphia which passed on the 
anti-trust suit against the Steel Corporation, the so-called 
independents have prospered in a greater percentage 
since the organization of the big steel corporation than 
some of them did before it was created. A. 3. Ht. 


UNIFORMITY IN REGULATION 





(Letter written under date of March 7, 1916, by J. H. John- 
ston, traffic manager, Oklahoma Cotton Seed Crushers’ Asso- 
ciation, to E. F. Lacey, Assistant Secretary, National Indus- 
trial Traffic League.) 


The careful perusal of the article by Mr. Otto H. Kahn, 
published in the World’s Work, February issue, under the 
title “What American Railroads Need,” impresses me more 
than ever with the importance of some centralized body 
taking hold of this very important subject. 


T take it that you have read this article, and that you 
may perhaps have noticed the article written by the 
undersigned, and which appeared in THE TRAFFIC WoRLD 
of February 26, under the heading, “Uniformity in Regu- 
lation.” 


The railroads are powerless to help themselves in this 
proposition, and the railroad commissioners of the various 
states will be slow in taking hold of a proposition which 
transfers, either directly or indirectly, any portion of the 
power which they at present possess, even though that 
transfer might be to one of their own number. 


Under such conditions it devolves upon some outside 
organization or body of men to take hold of this proposi- 
tion and carry it through to a successful conclusion. 


You may not agree with me in the feasibility of district 
or regional commissions, but I am quite satisfied there is 
not a member of the National Industrial Traffic League 
who will not agree with me in saying that something 
should be done to remove and prevent the great dis- 
crimination and conflict which at present exists between 
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interstate and state rates, rules, regulations and classifica- 
tions, on both freight and passenger traffic. 

One of the purposes of your organization is set forth 
as follows: 

To secure proper legislation where deemed necessary, and the 
modification of present laws where considered harmful to the 
free interchange of commerce, with the view to advance fair 


dealing and to promote, conserve and protect the commercial 
and transportation interests. 


Why, then, is not the National Industrial Traffic League 
the most fitting, as well as the best equipped, medium to 
launch this new propaganda? It is an ambitious program, 
to be sure, but the men at the head of your organization, 
and the men which compose your organization, are nearly 
all men who know both sides of this subject from A to Z, 
and who can see the difficulties of the present regulatory 


system. 


It occurs to me that the National Industrial Traffic 
League could well appoint a committee to redraft the 
laws governing the entire question of transportation of 
freight and passengers ‘so as to eliminate any conflict 
between state and interstate traffic. 


Suppose the following program was undertaken, viz.: 

First. Redraft our interstate commerce laws so as to 
remove all ambiguity, indirectness of purpose and con- 
flict, not only in their own provisions, but also in con- 
nection with the Sherman Anti-Trust Act. 


Second. Provide for execution and enforcement of said 
laws through regional or district transportation commis- 
sions, with appeals to the national transportation com- 
mission. In other words, take care of the transportation 
question in about the same way as we have taken care 
of the financial question through regional banks. 


Third. Give such regional commissions power to make 
rates (minimum and maximum) upon their own motion, 
as well as upon complaint, and also to authorize pooling 
where same will result either in betterment of service or 
cheapening of transportation cost. 


Fourth. Empower these district transportation com- 
missions to also hear and determine complaints regarding 
labor disputes, and also to certify to state boards of equali- 
zation, for their information and guidance in levying taxes, 
the approximate valuations upon which rates are made as 
soon as data has been secured in sufficient detail to enable 
them to fix rates upon a valuation basis. 


There are probably other important features of this sub- 
ject which should be considered when the committee gets 
under way, as one step leads up to another, but in any 
event something should be done to untangle the present 
hopelessly involved question of state and national trans- 
portation issues. ~ 

I believe that there is a great opportunity here for the 
National Industrial Traffic League to justify its organiza- 
tion, as my opinion is that if they would take the time 
and trouble to make a redraft of the laws as above out- 
lined, and submit their findings to the Senate and House 
of Representatives, backed by all the power of various 
organizations represented in your traffic league, and by 
the influence that your traffic league could bring to bear 
upon the various state commissions and other state authori- 
ties, you would have no difficulty in getting senators and 
representatives to take hold of the proposition ener- 
getically, and it might well be that the Interstate Com- 
merce Commission would lend its endorsement, and that 
even the President could be counted upon for the use of 
his great influence upon a subject of such tremendous 
importance. 
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Decisions of Interstate Commerce Commission 


DIVISIONS ON RAILWAY FUEL 


CASE NO. 52 (EX PARTE) (38 I. C. C., 169-170) 

IN THE MATTER OF FILING WITH THE INTERSTATE 
COMMERCE COMMISSION DIVISIONS OF JOINT 
RATES APPLICABLE TO RAILWAY FUEL COAL. 


February 14, 1916. Opinion No. 3416. 

1. Divisions on Company Fuel Oil to Be Shown.—Carriers using 
fuel other than coal required to file their divisions of joint 
rates on such fuel in the transportation of which they par- 
ticipate and are required, when changes are made in such 
divisions, to file a statement of facts relied upon as justi- 
fication for such changes. A supplemental general order 
will issue under the provisions of Section 6. 

2. Scope of Requirement Explained.—Inquiries concerning cer- 
tain features of the order in this proceeding, with respect 
to which carriers are in doubt, answered. 

MEYER, Commissioner: 

Since the issuance of the original report and order in 
this case, 37 I. C. C. (The Traffic World, Jan. 22, 1916, p. 
169), the Commission’s attention has been directed to the 
fact that certain carriers are burning oil to a large exient, 
if not entirely, in their locomotives. The original order 
referred only to railway fuel coal and did not in terms re- 
quire the filing of divisions on fuel oil. Since the principles 
relating to fuel coal apply equally to other kinds of fuel, 
carriers using such other fuel will also be required to file 
their respective divisions with the Commission. 

Recently various inquiries have been addressed to the 
Commission concerning certain features of the order in 
this proceeding with respect to which carriers are in 
doubt. These inquiries are discussed below. 


It has been suggested that the requirement that each 
and every carrier party to a joint rate should file division 
sheets or statements would result in needless duplication 
of work, and that either the originating or delivering car- 
rier should be allowed to file for all carriers participating 
in the movement. 
spect the Commission will consider it a compliance with 
its’ order if initial carriers file division sheets or state- 
ments, provided such division sheets or statements show 
the divisions or proportions of all joint rates accruing 
to each carrier in the route, and each of the carriers other 
than the one filing the same shall file with the Commis- 
sion evidence of its assent thereto or acceptance thereof 
by signing a statement bearing specific reference to the 
division sheets or statements so filed by the initial car- 
rier or by indicating its approval thereon. 

Doubt has been expressed as to whether or not the 
order requires the filing of divisions on coal used at sta- 
tions for heating and other purposes, in shops, etc. The 
order requires the filing of division sheets or statements 
covering all shipments of company fuel irrespective of the 
purpose for which the fuel is used. 

The fact that the division accruing to a carrier on a 
shipment of company fuel is the same as the division 
accruing on a- commercial shipment between the same 
points cannot be construed as relieving the carrier from 
cOmpliance with the order. 

It has been urged by several carriers that unless the 
division sheets or statements filed in compliance with the 
order are confined to the use of the Commission and not 
subject to public inspection controversies between rail- 
roads for a readjustment of long established bases will 
result. Section 16 of the act provides that “all contracts, 








In order to relieve carriers in this re- 


agreements and arrangements between common carriers” 
which under section 6 the carriers are required to file 
“shall be preserved as public records in the custody of 
the secretary.” It is therefore clear that division sheets 
or statements that are filed with the Commission must 
be considered public records. 

The Commission is advised that contrary to the usual 
practice certain carriers buy company fuel f. o. b. the 
junction point with their own lines. So long as this 
practice is continued the carriers participating in such 
transactions are not subject to the order, but should the 
purchasing carrier at any future time contract for fuel ta 
be delivered to it at a point on its line and thus secure 
for itself a division of the rate from the point of origin 
to that of destination, it is expected that the participating 
carriers will file the division sheets or statements as re- 
quired by the order. 

The order in this proceeding does not, of course, apply 
to intrastate shipments. 





ORDER. 


It is ordered, That every carrier subject to the Act t 
regulate commerce using fuel other than coal shall, on or 
before May 1, 1916, file with the Interstate Commerce 
Commission division sheets or statements showing the 
divisions of all joint rates applicable upon shipments of 
said railway fuel as to which it is a party. 

It is further ordered, That each such carrier shall file 
with the Commission, on or before their effective dates, 
all changes in and amendments to said division sheets or 
statements, and also all new division sheets or statements 
which in anywise affect or determine the division of joint 
rates applicable upon shipments of railway fuel as to 
which it is a party, together with a statement of facts 
upon which the carrier relies in justifying any changes in 
the amounts of such divisions. 

It is further ordered, That the Commission’s Conference 
Ruling No. 209, of Nov. 16, 1906, be, and it hereby is, 
superseded in so far as it related to the filing of division 
sheets applicable upon shipments of railway fuel. 


RATES ON BEER 


—_——___—_ 


CASE NO. 7085 (38 I. C. C. 171-173) 
MISSION BREWING CO. VS. ATCHISON, TOPEKA & 


SANTA FE RAILWAY CO. ET AL. 


Submitted March 16, 1915. Decided Feb, 19, 1916. Opinion No. 3417. 


1. Beer Rates, San Diego, Cal., to Arizona and New Mexico 
Points Not Illegal.—Rates on beer in carloads from San 
Diego, Cal., ‘to points on the Atchison, Topeka & Santa Fe 
Ry. in Arizona and New Mexico not shown to be unreason- 
able or unjustly discriminatory. 

2. Joint Rates Ordered In.—Joint through rates from San Diego 
to points on the line of the Southern Pacific Co. and its 
connections in Arizona and New Mexico, and to El Paso, 
Tex., should be established, and parties should agree upon 
specific rates. 





W. D. Van Nostran for complainant; T. J. Norton, U. T. Clot- 
felter, F. H. Wood and C. W’.. Durbrow for defendants, 


. 


HALL, Commissioner: 

The complainant corporation ships beer from its brewery 
at San Diego, Cal., to points in New Mexico and Arizona 
over the rails of defendants, the Atchison, Topeka & 


SS 
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Santa Fe Railway Co., hereinafter termed the Santa Fe; 
the Southern Pacific Co., hereinafter termed the Southern 
Pacific; and their connections. 

By complaint filed July 6, 1914, it alleges that the car- 
load rates on beer in wood, and in glass, boxed, from San 
Diego to El Paso, Tex., Albuquerque, N. M., and certain 
points west thereof in New Mexico and Arizona are un- 
just and unreasonable, and unjustly discriminatory as 
compared with rates to those destinations from San Fran- 
cisco, Cal., Kansas City and St. Louis, Mo., Omaha, Neb., 
and Chicago, Ill. It prays reparation, and the establish- 
ment of through routes and joint rates to stations on the 
line of the Southern Pacific. 

The Santa Fe has its own rails from San Diego to the 
territory of destination via Barstow, the junction with 
its main line from San Francisco. 

1. The chief ground of complaint, as testified by the 
vice-president of complainant, is that rates from San Diego 
are disproportionately high in comparison with those 
from San Francisco and the other producing or distribut- 
ing points named in the complaint. 

The rates to Santa Fe stations in Arizona and New 
Mexico are the same from San Diego as from Los Angeles, 
126 miles nearer. They are commodity rates and grade 
up from 40 cents at Needles, Cal., and Parker, Ariz., to 75 
cents at Albuquerque. San Francisco takes a differen- 
tial 10 cents higher. All rates in this report: are stated 
in cents per 100 pounds. 

St. Louis, Chicago and Omaha take differentials over 
Kansas City, which may be treated as_ representative. 
From Kansas City rates are graded from 65 cents at 
Albuquerque to $1 at Needles and Parker. 

Albuquerque is 972 miles from San Diego, 889 from Kan- 
sas City. Transportation conditions from: the latter point 
are more favorable, especially since completion of the 
Belen cut-off, connecting at low grade the Southern Kan- 
sas division of the Santa Fe with its main line to the 
coast. By this route the distance from Kansas City to 
Albuquerque is 925 miles. 

Upon all the facts of record we find that the present 
adjustment to points on the Santa Fe is not shown to 
be unreasonable, or unduly prejudicial to San Diego or 
complainant. 

2. To Lordsburg, N. M., prior to June 2, 1914, a com- 
modity rate of 60 cents on beer, in wood only, had been 
in effect from San Diego via the Santa Fe to Deming, 
N. M., the El Paso & Southwestern to Hachita, N. M., 
and the Arizona & New Mexico to destination, an aggre- 
gate of 1,254 miles. This rate was established some years 
ago to meet a Southern Pacific rate of 60 cents from Los 
Angeles, 666 miles, which was subsequently canceled. 

The Santa Fe was carrying higher rates to intermediate 
points, and therefore, on June 2, 1914, canceled the com- 
modity rate of 60 cents to Lordsburg, leaving the fifth- 
class rate of $1.08 applicable. We have repeatedly held 
that the removal of Fourth Section violations is not in 
itself a justification of resulting increased rates. In this 
instance we find that cancellation of the 60-cent rate for 
a three-line haul over the circuitous route described has 
been justified. 


3. To Phoenix, Ariz., prior to June 12, 1914, a joint 
through commodity rate of 55 cents was applicable from 
San Diego. via the Santa Fe to Los Angeles, Southern 
Pacific to Maricopa, Ariz., and defendant Arizona Eastern, 
a subsidiary of the Southern Pacific, to destination. On 
that date the present rate of 70 cents, which is the aggre- 
gate of the intermediate rates to and from Los Angeles, 
became effective over the same route. It does not appear 
that any shipment has been made by that route since the 
increase. The rate now in effect via the Santa Fe, a 
longer route, is 55 cents. No justification was made of the 
increased rate, and, as the burden to justify was upon 
the carriers, ‘we find that the former rate of 55 cents must 
be restored. 


4. No joint through rates on beer are applicable from 
San Diego to points on the Southern Pacific proper. Such 
shipments move via the Santa Fe to Los Angeles or Col- 
ton, Cal., and thence via the Southern Pacific, which has 
no line from San Diego. The rates applicable are made 
by combination of the intermediate rates to and from Los 
Angeles. 


The factor to Los Angeles is 15 cents. From Los An- 
geles to Southern Pacific stations the rates range from 34 
cents at Yuma, Ariz., to $1.08 at El Paso, and the com- 
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bination results in corresponding through rates from San 
Diego of 49 cents and $1.23.. The distance to El Paso via 
Los Angeles is 940 miles. From Kansas City to these 
Southern Pacific stations the rates grade up from 66 cents 
at El Paso to $1 at Yuma. ‘The short-line distance to El 
Paso via the rock Island and El Paso & Southwestern is 
948 miles. From San Francisco the rate to Yuma, 720 
miles, is 46 cents, being 3 cents less than from San Diego 
for a distance of 377 miles. To El Paso, 1,283 miles, thc 
rate from San Francisco is $1.18, as against $1.23 from 
San Diego for 940 miles. Water competition between San 
Francisco and Los Angeles is said to have some influence 
on rail rates from San Francisco to points east of Los 
Angeles. 

In a practical sense through routes from San Diego 
already exist, since shipments to Southern Pacific stations 
move on through bills of lading, and no reason appears on 
this record why joint rates should not: apply to those 
routes. Indeed,-in March, 1914, the Santa Fe “practically 
secured the consent” of the Southern Pacific to concur 
in joint rates from San Diego to Arizona points as follows: 
To Yuma, 44 cents; Phoenix, Tempe and Mesa, 55 cents; 
Tucson, 60 cents; Benson, 65 cents; Bowie and Nogales, 
70 cents; Lordsburg, 75 cents, with corresponding rates 
to other points, and on March 25, 1914, the Southern Pa- 
cific advised complainant by letter that joint through 
rates would be published upon statutory notice. Why they 
were not published does not appear. 

The record does not afford us sufficient basis ‘for pre- 
scribing specific rates or a differential basis. Negotia- 
tions should be reopened with a view to the establish- 
ment of through routes and joint-rates from San Diego 
to destinations on the Southern Pacific, and also on the 
defendant, Arizona Eastern, El Paso & Southwestern, and 
Arizona & New Mexico railways. If the parties are 
unable to agree upon such joint rates, complainant may 
bring the matter to our attention by supplemental 
complaint. 

We find that the facts disclosed will not sustain an 
award of reparation. 

An order in conformity with our findings will be entered. 





GRAPE FRUIT AND ORANGES 


CASE NO. 6151 (38 I. C. C. 187-189) 
LINDSAY & CO., LTD., ET AL. VS. NORTHERN PACIFIC 
RAILWAY CO. ET AL. 


Submitted Oct. 18, 1915. Decided Feb. 18,1916. Opinion No. 3420. 


Charges collected for the transportation of grapefruit in straight 
carloads and in carloads mixed with oranges from Jackson- 
ville, Fla., to Helena, Great Falls, Billings and Butte, Mont., 
found unreasonable. Reparation awarded. 





O. W. Tong and L. M. Tracy for complainants; J. F. Finerty 
for defendants. 

HALL, Commissioner: 

By order dated June 3, 1915, the record in this pro- 
ceeding was reopened for the purpose of determining 
whether the complainants have been damaged by reason 
of the collection of charges found: unreasonable in our 
former report, Lindsay & Co. vs. N. P. Ry. Co., 33 I. C. C. 
150 (The Traffic World, March 6, 1915, p. 487), and are 
entitled to reparation on certain shipments of grapefruit 
and oranges, in straight and mixed carloads, to the extent 
tiat the rate and carload minimum applied exceeded the 
rate and carload minimum found reasonable in that re- 
port. All rates are stated in cents per 100 pounds. 

In Lindsay & Co. vs. G. N. Ry. Co., 25 I. C. C. 424 (The 
Traffic World, Jan. 18, 1913, p. 156), a proceeding brought 
by one of the complainants here, we found the through 
rate of $1.80 for the transportation of grapefruit from Jack- 
sonville and High Springs, Fla., when from beyond, to 
Helena, Mont., unreasonable to the extent that it ex 
weeded $1.62%4, the rate then applicable upon grapefruit 
from Jacksonville to Seattle, Wash., and other Pacific 
Coast points. Reparation was awarded upon that basis 
and thé carriers were directed to maintain the lower 
rate for two years from and after March 1, 1913. A 
minimum of 26,000 pounds applied in connection with the 
Seattle rate, while that under the Helena rate was 24,000 
pounds. In establishing the rates to Helena prescribed 
by our order in that proceeding, the carriers voluntarily 
published the same rates to Butte, Billings and Great 
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Falls, but at the same time advanced the carload mini- 
mum to Helena and the latter destinations from 24,000 
pounds to 26,000 pounds. The original report in the 
present proceeding, Lindsay & Co. vs. N. P. Ry. Co., supra, 
found the higher minimum unreasonable. It also found 
that the rate of $1.76 for the transportation of oranges 
in straight carloads, and in carloads mixed with grape- 
fruit, was unreasonable to the extent that it exceeded 
$1.621%4, and that the carload minimum of 26,000 ‘pounds 
on oranges in straight carloads, or mixed with grapefruit, 
was unreasonable to the extent that it exceeded 24,000 
pounds. 

Complainants now urge that by reason of our reports in 
this case and the former proceeding, they are entitled 
to reparation upon 28 straight carloads of grapefruit and 
2 carloads of grapefruit mixed with oranges, which moved 
from basing points in Florida to Helena, Great Falls, Butte 
and Billings, Mont., between March 3, 1910, and May 21, 
1913. Claims for reparation upon such of these _ ship- 
ments aS moved more than two years prior to Sept. 26, 
1913, date of the filing of the complaint herein, had been 
informally presented to the. Commission within the 
statutory period. 

Some of the grapefruit moved from Jacksonville to 
Helena and Butte on the old rate of $1.80, carload mini- 
mum 24,000 pounds, and as to these shipments the car- 
riers concede that complainants are entitled to reparation. 

The other straight carloads of grapefruit moved under 
the $1.621%4 rate, but with a minimum of 26,000 pounds. 
To the mixed carloads of grapefruit and oranges a rate 
of $1.76 was applied with a minimum of 26,000 pounds. 
The carriers contend that the rates and carload minima 
under which these shipments moved were not unreason- 
able prior to the issuance of the Commission’s order in 
this case. We are of opinion and find that the rate col- 
lected by defendants on the shipments of grapefruit and 
oranges in mixed carloads was unreasonable to the extent 
that it exceeded a rate of $1.62, and that the minimum of 
26,000 pounds applied by defendants to the shipments of 
grapefruit and oranges in straight and mixed carloads was 
unreasonable to the extent that it exceeded 24,000 pounds. 

We further find that the shipments were made as stated 
above and that complainants paid and bore charges 
thereon at the rates and under the carload minima found 
unreasonable; that complainants have been damaged to 
the extent of the difference between the amounts which 
they paid and the amounts which they would have paid 
at the rates and carload minima found reasonable, and 
that the complainants are respectively entitled to repara- 
tion in the sums set forth below, with interest: 


Fe ee a errr reer ret eee eee $503.26 
Se SO CS io ooo .cnic seh ea seceun ee vns tse s oveeie 91.00 
ee i PTT eee err ee 305.90 
SE SE ion p0.0k. cose asses ed eset resneean ewer 45.50 
eee es CR oi eccec cose vse sdsen< beer dues 113.50 
Butte Potato and Produce Company............ceeeeeeeeee 228.00 
Ee errr rr rere ere 352.84 


An order will be entered accordingly. 


NORTH CAROLINA SHREVEPORT CASE 





CASE 7573 (38 I. C. C., 190-193) 
F. S. ROYSTER GUANO CO. VS. ATLANTIC COAST 
LINE RAILROAD CO. ET AL. 


Submitted Oct. 29, 1915. Decided Feb. 18,1916. Opinion No. 3421. 


Upon complaint alleging that rates on commercial] fertilizer in 
carloads from Norfolk to destinations in North Carolina 
are unreasonable per se, and also subject complainant, its 
traffic, and the city of Norfolk to undue prejudice and dis- 
advantage as compared with competitors operating in North 
Carolina; Held, That defendants should establish the mile- 
age rates prescribed herein as maxima and remove the 
undue and unreasonable prejudice and disadvantage found 
to exist. 





Cc. J. Collins for complainant; R. Walton Moore, A. P. Thom, 
Jr., and C. D. Drayton for Atlantic Coast Line R. R. Co., 
Southern Ry. Co. and Seaboard Air Line Ry.; C. M. Bain for 
Norfolk Southern R. R. Co. 


HALL, Commissioner: 

This proceeding has to do with the outgrowth of that 
reported in Royster Guano Co. vs. A. C. L. R. R. Co., -31 
I. C. C., 458 (The Traffic World, Aug. 22, 1914, p. 408), 
Docket No. 6206, decided July 1, 1914, and hereinafter re- 
ferred to as the former case. The complainant is the 
Same as the complainant therein. Two of the present 


defendants, the Atlantic Coast Line Railroad Co, and the 
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Seaboard Air Line Railway, were the defendants there. 
Two other carriers, the Southern Railway Co. and the 
Norfolk Southern Railroad Co., have been brought in with 
them as defendants here. 

The complaint in the former case alleged that commod- 
*ity rates on fertilizer in carloads from Norfolk, Va., to cer- 
tain destinations in North Carolina on the lines of the 
two defendants were unreasonable, and unduly prejudicial 
to Norfolk as compared with intrastate rates from Wil- 
mington, N. C. In our former report above cited the per- 
tinent facts and our conclusions were .stated and need 
not be repeated. The order prescribed a mileage scale, 
stating rates per ton of 2,000 pounds, carload minimum 
20,000 pounds, for distances over 30 and not exceeding 350 
miles, to be applied as maxima by-the two defendants to 
carload shipments of fertilizer from Norfolk to points -on 
their lines in North Carolina north and east of Hamlet, 
N. C., effective October 15, 1914. 


By proclamation of the governor of North Carolina cer- 
tain state rates were promulgated to become effective Octo- 
ber 13, 1914. This was done pursuant to a statute of that 
state enacted October 13, 1913. The carriers published 
these rates under protest to the governor and to this 
Commission. Rates on fertilizer were included, based on 
a new scale showing material reductions from the state 
scale in effect when our order was entered on July 1, 1914. 
Following publication of this lower scale, complainant on 
Dec. 14, 1914, filed the present complaint, alleging that 
the present rates from Norfolk to destinations in North 
Carolina are unreasonable per se, and also subject com- 
plainant, its traffic, and the city of Norfolk to undue preju- 
dice and disadvantage, as compared with competitors op- 
erating in North Carolina. Reparation is asked. 


It was stated on behalf of complainant that this pro- 
ceeding would not have been brought if it had not been 
for the publication of the lower scale of intrastate rates. 

Defendants in the former case have complied with our 
order therein. The Norfolk Southern has put into effect 
between points on its line the scale prescribed by us in 
the former case, and the Southern at the time of the hear- 
ing was proceeding to a like revision on that basis of its 
rates from Norfolk and the other so-called Virginia cities 
to points in North Carolina, as well as in the reverse 
direction, and on interstate and intrastate traffic generally 
in the southeast to the extent that, as to intrastate traffic, 
the consent of the various state commissions could be ob- 
tained. The Southern, at the request of complainant, which 
has a plant at Macon, Ga., has already published this scale 
to apply from Macon to points in Tennessee. 


The evidence adduced by complainant was much the 
same as in the former case. Defendants relied principally 
upon the record and findings in that case. It appears that 
conditions affecting the transportation of fertilizer from 
Norfolk into North Carolina have not changed materially 
since our former report and order save for the action of 
the North Carolina authorities in reducing the intrastate 
rates. This the complainant concedes. 


The parties are in accord in wanting uniformity of 
rates on fertilizer from Norfolk into North Carolina and 
between points in North Carolina to the extent necessary 
to prevent undue preference of one manufacturing point 
over another. They differ as to method; the complainant 
urging further reduction in the interstate rates prescribed 
by us in the former case and defendants seeking an order 
for removal of the alleged unjust discimination with which 
they could comply by increasing the North Carolina intra- 
state rates under the doctrine of the Shreveport cases, 
Railroad Commission of La, vs. St. L. S. W. Ry. Co., 23 
I, C. C., 31 (The Traffic World, March 30, 1912, p. 599); 
Houston & Texas Ry. vs. United States, 23 U. S., 342. 


There appears to be little uniformity in the rates for 
either the interstate or intrastate transportation of fer-' 
tilizer in the Southeast: In general the North Carolina 
scale is lower than the South Carolina and higher than 
the Georgia and Alabama scales, respectively. Manufac- 
turers of fertilizer at Norfolk, in North Carolina, and in 
neighboring states, are in keen competition with one an- 
other. It is admitted of record by the parties that the 
rates prescribed by state authority on intrastate shipments 
of fertilizer in these states materially affect the level of 
interstate rates, and are in many instances their exact 
measure. 

Nothing in the present record indicates that our findings 
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in the former case were not consistent with the facts, cir- 
cumstances, and conditions therein shown to exist. 

On the contrary, the facts of record justify and require 
a finding that rates on fertilizer in carloads frum Nor- 
folk to destinations in North Carolina on the lines of all 


four defendants should not exceed those prescribed by us « 


as maxima for the two defendants in the former case. 

We are, therefore, of opinion and find that the rates 
of* defendants for the transportation of commercial fer- 
tilizer from Norfolk to points on their lines in North Caro- 
lina are unjust and unreasonable to the extent that they 
exceed those hereinafter prescribed as maxima; and that 
for the future rates for such transportation of commercial 
fertilizer in carloads, carload minimum 26,000 pounds, should 
not exceed the following rates per ton of 2,000 pounds, 
which we find to be just and reasonable: 


Distance, in miles. Rate. Distance, in miles. Rate. 
50;and over 30......... $1.50 150 and over 140........ $2.35 
55 and over 50......... 1.55 160 and over 150........ 2.40 
60 and over 55......... 1.60 170 and over 160........ 2.45 
65 and over 60......... 1.65 180 and over 170........ 2.50 
76 and over @6......... 1.70 190 and over 180........ 2.55 
75 and over 70......... 1.75 200 and over 190........ 2.60 
SO SEG OVEF TB... cccee 1.80 210 and over 200........ 2.65 
85 and over 80......... 1.85 220 and over 210........ 2.70 
90 and over 85......... 1.90 230 and over 220........ 2.75 
95 and over 90......... 1.95 240 and over 230........ ‘ 2.80 
100 and over 95......... 2.00 250 and over 240........ 2.85 
110 and over 100........ 2.10 275 and over 250........ 2.95 
330 Gne Over 110...65 66% 2.20 300 and over 275........ 3.05 
130 and over 120........ 2.25 325 and over 300........ 3.15 
140 and over 130........ 2.30 350 and over 325........ 3.25 


Defendants should not charge higher rates for the trans- 
portation of fertilizer from Norfolk to points in North 
Carolina than for like transportation within North Caro- 
lina, unless the circumstances and conditions affecting 
the respective services are so substantially dissimilar as to 
warrant the difference in rates.. We find upon the record 
no evidence of substantially dissimilar circumstances and 
conditions in favor of the intrastate transportation. The 
advantage, if any, is with the service from Norfolk. 

It follows, and we so find, that in maintaining and apply- 
ing to carload shipments of commercial fertilizer from 
Norfolk to points in North Carolina higher rates than to 
similar shipments for like distances between points in 
North Carolina, defendants are subjecting complainant, 
its traffic, and the city of Norfolk to undue and unreason- 
able prejudice and disadvantage, and giving to shippers 
between points in North Carolina, their traffic, and locali- 
ties in that state where commercial fertilizer is manufac- 
tured an undue and unreasonable preference and advan- 
tage, in violation of section 3 of the act. Defendants will 
be required to cease and desist from such violation. 

For the reasons indicated in our former report we aré 
of opinion and find that reparation should be denied. 

An order will be entered in accordance with the fore- 
going findings, as also an order, effective therewith, vacat- 
ing our order in the former proceeding. 


HIDES TO BOSTON, MASS. 


1. AND S. NO. 664 (38 I. C. C., 194-196) 
Submitted Oct. 29, 1915. Decided Feb. 29,1916. Opinion No. 3422. 


Proposed increased cafrload rate for the transportation of green 
salted hides from St. Paul, Minneapolis and Minnesota 
Transfer, Minn., to Boston, Mass., and Boston rate points, 
via Sault Ste. Marie, Mich., not justified, and required to 
be canceled, s 

R. D. Rynder for Swift & Co.; A. H. Lossow for Minneapolis, 

St. Paul & Sault Ste. Marie Ry. Co. 





CLEMENTS, Commissioner: 

The respondents herein operate a joint all-rail route 
from St. Paul, Minneapolis and Minnesota Transfer, Minn., 
through Sault Ste. Marie, Mich., to Boston, Mass., and Bos- 
ton rate points, including a number of places in New 
England where tanneries are located, to which from said 
Minnesota points they have since some time prior to 1910 
maintained a rate of 44.6 cents per 100 pounds for the 
transportation of green salted hides in carloads of 36,000 
pounds minimum weight. By tariff schedule, filed to be- 
come effective on June 22, 1915, they proposed to increase 
said rate to 54.5 cents. The operation of this schedule has 
been suspended until April 20, 1916, pending investiga- 
tion, and the respondents are called upon in this proceed- 
ing to justify the proposed rate of 54.5 cents. 

The present rate, when established, was equal to the 
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combination to and from Chicago, IIll., then in effect, i. e., 
a proportional rate of 14.6 cents to Chicago plus a com- 
modity rate of 30 cents east thereof. The factor of 14.6 
cents was superseded on. May 1, 1910, by a local rate of 
20 cents. The respondents contend that at that time the 
present joint through rate should have been canceled, but 
offer no reason gther than oversight for not having done 
so. Meanwhile, the rate from Chicago east has been raised 
from 30 cents to 34.5 cents. The suspended rate is the 
sum of these new factors, 20 cents west plus 34.5 cents 
east of Chicago. 

When the case was called for hearing the respondents 
presented no witness and no testimony on deposition, but, 
iby consent of the protestant, counsel for the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co., who appeared on 
behalf of the respondents, read a paper which was stated 
to have been prepared by the “traffic department,” as 
follows: 

G. F. D. No. 20058, I. C. C. 3635, effective June 22, 1915, 
named rate of 54% cents per 100 pounds on green hides and 
pelts, carloads, minimum 36,000 pounds, from Minneapolis, St. 
Paul or Minnesota Transfer to Boston, etc., via Soo line C. P. 
at Sault Ste. Marie, Mich., care Boston & Maine.’ This was 
suspended by Sup. No. 1 to this tariff until Oct. 20, 1915, and, 
pending restoration or reissue, the rate of 44.6 cents named 
in G. F. D. No. 11262, I. C. C. No 2688, was to remain in e*ect.. 

This latter tariff, G. F. D. No. 11262, I. C. C. No. 2688, was 


based on a proportional rate of 14.6 cents from twin cities to 
Chicago and a 30-cent commodity rate east of Chicago to Bos- 


.ton and should have been canceled when the proportional rate 


of 14.6 cents expired May 1, 1910, but was ‘not, due to some 
oversight. On that date the proportional rate of 14.6 cents on 
green salted hides from Minneapolis to Chicago when destined 
east thereof was advanced to the local rate of 20 cents per 
100 pounds, and since that time the rate from Chicago to Bos- 
ton has been advanced from 30 to 34% cents, which would make 
a combination of 54% cents, which was the rate we attempted 
to publish via Sault Ste. Marie, Mich., and which is now ap- 
plicable via the Chicago gateway, our purpose being to equalize 
the rate on green salted hides applying via Chicago through the 
Sault Ste. Marie gateway. 

The rate in and of itself of 44.6 cents per 100 pounds from 
Minneapolis to Boston, based on the minimum of 36,000 pounds, 
which is about the average weight per car, would give a rate 
of 6.9 (6.19) mills per ton-mile and a car-mile earning of 11 
cents, which, compared with other rates in Western Trunk Line 
territory on this commodity, is exceptionally low. The pro- 
posed rate of 54% cents only gives a rate per ton per mile for 
the 1,442-mile haul from Minneapolis to Boston of 7.5 mills and 
a car-mile earning of 13.6 cents, which, compared with the ex- 
hibits shown in the hearing of I. C. C. Docket No. 7086, are 
below the average. 


After reading the above into the record, respondents’ 
counsel offered a paper which he designated as “Soo Line 
Exhibit No. 1” and which contained a statement of vari- 
ous rates apparently intended for comparative purposes. 
Counsel for the protestant consented to the filing of this 
exhibit, but in doing so said: 

I would like it noted of record that there is no witness here 
to be cross-examined. 

Respondents’ counsel then cited rates which had been 
established or approved by the Commission in other cases, 
and expressed the willingness of the Minneapolis, St. Paul 
& Sault Ste. Marie Railway Co. to withdraw the proposed 
rate of 54.5 cents and to substitute therefor a rate of 49.5 
cents, that being the domestic rate for like’ hauls of pack- 
ing-house products. The protestant then called as a wit- 
ness its chief rate clerk, who was sworn and testified at 
considerable length, and filed five exhibits in connection 
with his testimony in opposition to the proposed increased 
rate. We cannot regard the showing made by the re- 
spondents as satisfactorily discharging the burden cast 
upon them under the statute to justify the proposed rates 
involved. Neither do we find any basis in the testimony of 
record for passing upon the reasonableness of the sug- 
gested rate of 49.5 cents, and we express no opinion as to 
whether this would be a reasonable rate or not. It fol- 
lows that we must enter an order requiring the cancella- 
tion of the schedule under suspension. This action, how- 
ever, will be without prejudice to a review of the disposi- 
tion now made of the matter upon the conclusion of our 
investigation now pending as to the reasonableness and 
relationship of rates on live stock, fresh meats, packing- 
house products, and hides and pelts. 


REPARATION AWARDED 





In case No. 7171, Opinion No. 3428, 38 I. C. C., 209-12, 
Merchants’ Produce Co. vs. Oregon-Washington Railroad 
and Navigation Co. et al., the Commission has awarded 
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reparation on a carload of cabbage from Placentia, Cal., 
a carload of cabbage from Colma, Cal., and a carload of 
melons from Monson, Cal., to Spokane. The Commission 
held the through rates to be unjust and unreasonable be- 
cause in violation, in some instances, of the fourth sec- 
tion and in others as being in excess of the sums of the 
intermediate rates. 


CLASSIFICATION OF BAR STEEL 


CASE NO, 7092 (38 I. C. C., 233-236) 
JACKSON CHAMBER OF COMMERCE VS. PHILADEL- 
PHIA & READING RAILWAY CO. ET AL. 
Submitted May 12,1915. Decided Mar. 1, 1916. Opinion No. 3437. 


Complaint that the classification by defendants of bar steel in 
earloads in the Official Classification is unreasonable and 
that rates for transportation of that commodity from Pitts- 
burgh and points taking the same rate from Nicetown, 
Steelton and Reading, Pa., and Youngstown, Ohio, to Jack- 
son, Mich., are unreasonable and unjustly discriminatory 
not sustained. 





J. B. Daish and J. R. Hoover for complainant; J. T. John- 
ston and W. R. Cox for Pennsylvania Co. and Pittsburgh, Cin- 
cinnati, Chicago & St. Louis Ry. Co.; S. P. Woodside for 
Wabash Pittsburgh Terminal Ry. Co. and West Side Belt R. R. 
Co.; W. W. Collin for defendants generally. 


McCHORD, Chairman: 

This is a complaint that the classification by defendants 
of bar steel in carloads at fifth class in the Official Classifi- 
cation is unreasonable and that rates for transportation 
of that commodity from Pittsburgh, and points taking the 
same rate, from Nicetown, Steelton and Reading, Pa., and 
Youngstown, O., to Jackson, Mich., are unreasonable and 
unjustly discriminatory. 

Jackson is located on the main line of the Michigan 
Central Railroad, about 75 miles west of Detroit, Mich., and 
about 70 miles northwest of Toledo, O. It is also reached 
by the Grand Trunk Western Railway,.the Cincinnati 
Northern Railroad and by the New York Central. There 
is consumed at Jackson from 30,000 to 40,000 tons of bar 
steel yearly. It is largely used in the manufacture of auto 
rims, gears, forgings and springs, and for the most part 
is secured from Pittsburgh. The value of the bars shipped 
in carloads at the time of the hearing was about $1.10 per 
100 pounds. There is considerable bar steel used in Jack- 
son which is valued as high as $6 per 100 pounds, but it 
is not shipped in carload quantities, and the rates ap- 
plicable thereon are not herein involved. 

Bar steel moving in carloads betweén points in Official 
Classification territory has been included in the fifth class 
in the Official Classification, and since 1907 has taken rates 
accordingly, with a minimum weight of 36,000 pounds. At 
times, however, defendants have published exceptions to 
the classification, which named: lower rates. In 1901 iron 
and steel articles, which include bar steel, carried sixth- 
class ratings from the points of origin involved to all 
points in Central Freight Association territory; in 1903 


_ the rates were advanced to 10 per cent above sixth class; 


and in 1907 the fifth-class ratings were re-established. 
During the period of business depressions previous to 1903 
departures from the classification basis as noted were 
made at the solicitation of different manufacturing. con- 
cerns, which asserted that they required assistance. 

Tariffs of defendants divide irom and steel and the prod- 
ucts thereof into three groups. The limits of the classify- 
ing groups are determined by the progress of manufacture. 
The first is the-raw material, or pig-iron group, which in- 
cludes pig iron, mill cinders, molds, spillings, etc.; the sec- 
ond, semi-finished material, or billet group, including bil- 
lets, blooms, muck bars, ingots, scrap iron, etc., and the 
third, the finished product group, including bar iron and 
steel bars and about 150 articles of iron and steel manu- 
facture. 

Rates on steel bars, in cents per 100 pounds, from the 
points of origin involved to Jackson at the time the com- 
plaint was filed, the rates now in effect, and the rates 
prayed for by the complainant are shown in the following 
table: 


Rates when Rates 
complaint Present prayed 
was filed, rates, for, 

To Jackson from— cents. cents. cents. 
PRD: 6.66 0865050 2040 0656 se0seesties 6.5 > ie 12 
VQUUITED, oo.5o 00g sivas ds ccceneedse 14.5 15.3 10 
DY Foss ta oe Be ea sy oe ree ene eee 26.0 27.0 19 
PN SS ee 2 ate x asda g apa se Oka ie Gen ewe 26.0 27.0 19 
en eer er es ee eee ee ee 25.0 26.0 19 
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The following table gives short-line distances to Jackson 
from the points named, the rates now in effect, the yield 
per ton-mile, and the car-mile earnings, based on the pre- 
scribed minimum of 36,000 pounds: 


Per Per 

ton- car- 

. Rates, mile, mile, 

To Jackson from— Miles. cents. mills. cents. 
PERN 5 ois :0'5 5 oe ded ook ses oe 315 17.3 11 19 
Po Eee eee ere 250 15.3 12 22 
ME abs ade setedew eee ee ekee? 672 27.0 8 14 
EN) 2 © cin v.6 0c deddinipacicis ba osa8 614 27.0 8 15 
EEE  iacced edkaldient oe deceenes 563 26.0 9 16 


Rates on bar steel to all points in Central Freight Asso- 
ciation territory are on the same basis from a classification 
standpoint. Jackson takes the same basis, although not 
the same rates, as Detroit, Toledo and Cleveland, at which 
points are the chief competitors of complainant’s mem- 
bers. The competitive destination points are not here rep- 
resented; neither are the manufacturers at the points of 
origin. Steelton, Reading and Nicetown are the only points 
in eastern trunk line territory mentioned in the com- 
plaint. From Steelton the Baltimore, Md., basis of rates 
applies on shipments to Jackson and all other points in 
Central Freight Association territory, and from Nicetown 
and Reading the Philadelphia basis applies. Various pro- 
ducing points are allied with Steelton, Nicetown and Read- 
ing, from a rate standpoint. The effect of a change of 
rates from the points complained of would involve the 
entire grouping of originating points, unless we are pre- 
pared to accord to Jackson a lower basis of rates than 
obtains to related points in the same. territory. 

Complaint is made that bar iron and steel are carried 
in fifth class with many articles of greater value and lower 
per car earnings. The proportion of fifth-class ratings to 
all carload ratings in the Official Classification is 51.71 per 
cent. There are several hundred items in the classifica- 
tion covering fifth-class ratings. In so large a group there 
are many differences in classification elements. It does 
not follow, we think, that bar iron and steel are wrongly 
classified simply because articles with different classifica- 
tion elements are included in the same class. The prod- 
ucts of bar iron and steel shipped by complainants are also 
carried in fifth class. We have no warrant on this record 
to require that steel bars shall be removed from fifth and 
put in sixth class in the Official Classification. It is con- 
ceded by complainant that such a requirement would afford 
its members no relief from a competitive standpoint. We 
express no opinion with respect to the reasonableness of 
the classification of bar iron and steel with reference to 
the entire territory governed by the Official Classification. 
Highland Iron & Steel Co. vs. Vandalia R. R. Co.; 18 I. C. 
C., 601 (The Traffic World, June, 25, 1910, p. 852). 

The rates on bar iron and steel were increased after the 
petition was filed, and before hearing, in response to our 
findings in the Five Per Cent case, 31 I. C. C., 351 (The 
Traffic World, Aug. 3, 1914). It is contended by the com- 
plainant that the burden of proof to show that the in- 
creased rates are just and reasonable is upon the defend- 
ants, and that there is no justification in the record for the 
increases. The rates complained of were not increased 
with respect to Jackson alone. Similar increases were 
made to all points in the same territory. The question 
that this phase of the case presents is whether the in- 
creased rates to Jackson are shown by the facts of record 
to be reasonable. If so, the burden of proof imposed by 
the statute has been satisfied. We are of the opinion 
and find from the evidence before us that rates on bar iron 
and steel now in effect to Jackson from the points of 
origin involved are reasonable. 

Complainant asserts that it is discriminated against be- 
cause it does not have applied to it on shipments of bar 
steel from Pittsburgh and Youngstown rates in accord- 
ance with a strict application of the Central Freight Asso- 
ciation mileage scale. The short-line distance from Pitts- 
burgh to Jackson is 315 miles, but the rate on bar steel is 
based on a distance of 375 miles. It does not appear, how- 
ever, that Jackson is in any different situation in this re- 
spect than competitive’ points in the same territory. For 
example, Lansing, Mich., with an actual mileage of 357, 
is on the 400-mile scale; Kalamazoo, Mich., 376 actual, 
425 scale; Grand Rapids, Mich., 410 actual, 450 scale; De- 
troit, 298 actual, 325 scale. Rates from Pittsburgh are 
grouped as to points of destination, and the mileage is 
averaged to all points in the groups. In this respect 
Jackson is not discriminated against, but is on the Central 
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Freight Association mileage scale to the same extent that 
other points in the same territory are on that scale. To- 
ledo, an exception to the general rule, is 240 miles from 
Pittsburgh, and has rates applicable to that distance. 
The reason for this is that the Buffalo-Detroit fifth-class 
rating is 13 cents on the Central Freight Association mile- 
age scale via the lines north of Lake Erie. South shore 
lines working through Toledo to Detroit from Buffalo are 
required to hold Toledo to the same scale as Detroit. The 
Buffalo-Detroit and the Pittsburgh-Toledo mileages are sub- 
stantially the same. The conditions which control at 
Toledo do not exist at Jackson. 

It follows that the complaint should be dismissed, and it 
will be so ordered. 


RATES ON IRON AND STEEL ARTI- 
CLES FROM PITTSBURGH TERRI- 
TORY TO PACIFIC COAST 

: PORTS 


—_—_— 


FOURTH SECTION APPLICATION NO. 10336 
(38 I. C. C., 237-244) 
Submitted Dee. 3, 1915. Decided Mar. 1, 1916. Opinion No, 3438. 


Carriers authorized to establish rate of 65 cents per 100 pounds 
from Pittsburgh territory to Pacific coast ports on all iron 
and steel articles now taking rates from Chicago to ‘said 
ports of 55 cents per 100 pounds. 





Charles Donnelly and R. H. Countiss for petitioners; T. O. 
Cole for Bethlehem Steel Co.; H. C. Crawford for Cambria Steel 
Co.; J. B. Campbell for Spokane Merchants’ Assn.; J. M. Glenn 
for Illinois Manufacturers’ Assn. and Interstate Iron and Steel 
Co.; E. R. Griffith for Sharon Steel Hoop Co.; H. E. Harmon 
for Des Moines Bridge and Iron Works and Pittsburgh-Des 
Moines Steel Co.; W. E. Howes for Lackawanna Steel Co.;: R. 
E. Hearon for Colorado Fuel and Iron Company; A. R. Ken- 
nedy for Pittsburgh Steel Co.; I. L. Kane for Brier Hill Steel 
Co.; Frank Lyon for American-Hawaiian S. S. Co. and Luck- 
enbach S. S. Co.; C. R. MacCarey for Milliken Bros., Inc.; 
Mayer, Meyer, Austrian & Platt and C. L. Lingo for Inland 
Steel Co.; F. W. Maxwell for Denver Transportation Bureau; 
N. L. Moon for Alan Wood Iron and Steel Co.; H. M. Newlin 
for Pennsylvania Steel Co.; J. T. O’Conner for Petroleum Iron 
Works Co. of Sharon, Pa.; C. H. Rigart for American Iron and 
Steel Mfg. Co.; F. A. Ogden for Jones & Laughlin Steel Co.; 
H. G. Wilson and A. B. Loomis for Toledo Bridge and Crane 
Co.; Arthur T. Waterfalt for Detroit Steel Fabricators; H. E. 
White for Minneapolis Steel and Machinery Co.; H. M. Zook 
for Lukens Iron and steel Co. 


BY THE COMMISSION: 

By the above-numbered application filed by R. H. Coun- 
tiss, C. C. McCain, and E. Morris, agents, carriers parties 
to westbound transcontinental tariffs No. 1-N (I. C. C. Nos. 
996, 15, and 478, respectively), and No. 4-L (I. C. C. Nos. 
997, 16, and 479, respectively), ask for authority to estab- 
lish a rate of 55 cents per 100 pounds on certain specified 
iron and steel articles from Pittsburgh and common points 
(group B) and ‘from Cincinnati and common points (group 
C) territories to Pacific coast ports without making such 
rate applicable to intermediate points of destination. 

In our report of January 29, 1915, respecting Commod- 
ity Rates to Pacific Coast Terminals, 32 I. C. C., 611 (The 
Traffic World, Feb. 13, 1915, p. 306), and in our amended 
report of April 30, 1915, respecting the same matter, 34 I. 
Cc. C., 13 (The Traffic World, May 22, 1915, p. 1134), the 
Commission authorized the carriers to establish a rate of 
55 cents on certain iron and steel articles from Chicago 
and all points between Chicago and the Missouri River to 
Pacific coast ports with certain limitations respecting the 
rates to intermediate points of destination. At the time of 
the hearing in October, 1914, respecting the rates on the so- 
called schedule C commodities, the carriers explained that 
they contemplated extending the 55-cent rate on these iron 
articles from points as far east as Pittsburgh, and per- 
haps from the Atlantic seaboard, but at that time were 
unable to agree with their eastern connections concern- 
ing the divisions. The Commission acted upon the ap- 
plication as made and authorized the establishment of 
the rates from Chicago and other points of corresponding 
longitude. The application which is the subject of this 
report was filed on Sept. 27, 1915. Authority is requested 
to extend the application of the 55-cent rate from territory 
east of Chicago as stated. 

Protests against the application were filed by the Amer. 
ican-Hawaiian Steamship Co. and the Luckenbach Steam. 
ship Co., and they requested a hearing concerning the ap- 
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plication. Hearing was held in November, 1915, and was 
attended by representatives of the railroads, the steamship 
interests, and the shippers. Argument was had before the 
Commission in December, 1915, and the application now 
stands for disposition. * 

The carriers rested their claims for relief from the 
fourth section upon the testimony presented at Chicago 
in October, 1914, asserting that they had at that time 
established to the satisfaction of the Commission the neces- 
sity and justification for the relief sought. 


The testimony taken at Chicago and the testimony of- 
fered at the hearing in November, 1915, by the Luckenbach 
Steamship Co. show that the water rate from New York 
to Pacific coast ports on a majority of the important arti- 
cles in this list was 30 cents per 100 pounds during the 
months of the year 1914 that the canal was open. In Feb- 
ruary, 1915, so much freight was being offered to boat lines 
that the three main steamship companies operating be- 
tween the two coasts, the American-Hawaiian Steamship 
Co., the Luckenbagh Steamship Co. and H. R. Grace & 
Co., began a systematic increase in many of their rates. 
These increases in water rates were said to be due in part 
to the fact that more freight was being offered to the 
boats than the boats in service could well carry, and in 
part to a conviction upon the part of the water lines that 
they had unnecessarily depressed the rates between the 
two coasts. It is stated that the war conditions in Eu- 
rope created a demand for ships in the trade between 
Europe and America heretofore unprecedented. Many of 
the smaller steamship companies which had sought to 
share in the business between the Atlantic and Pacific 
coasts of North America found more lucrative employment 
for their ships elsewhere. 

The increases made in the coast to coast rates on these 
iron articles were very marked. By July 15, 1915, the 
rates on a majority of these articles that in the fall of 
1914 moved by water at rates of 30 cents or less per 100 
pounds were 40 cents per 100 pounds, and in some in- 
stances were 45 or 50 cents. This was the condition exist- 
ing at the time the canal was closed by slides in Septem- 
ber, preventing the passage of ships. 

The conditions existing during the last three months of 
1915 as to the rates by water between the two coasts are 
admitted to have been abnormal. The Tehuantepec Rail- 
road is not available as a link in a through route on ac- 
count of war conditions in Mexico. The Panama Railroad 
is not in condition to handle the traffic which the steam- 
boat lines could bring to it. Many of the boats that had 
used the canal are not equipped with fuel capacity or are 
not of such seagoing character as to undertake the long and 
rather perilous route through the Straits of Magellan. 
Under these circumstances the rates were again increased 
by the boat lines on these articles to figures varying from 
45 to 50 cents per 100 pounds, which are, so far as we are 
advised, the rates now in effect. 


It is urged by the railroads that the 30-cent rate in effect 
in 1914 represents the normal water rate between the two 
coasts which the rail lines must be prepared to reckon 
with and that the substantial increases are due to abnor- 
mal conditions on account of the European war and the 
diversion of boats from the coastwise to the European 
trade. On the other hand, the boat lines urge that the 
rates applied in 1914 by the boats were abnormally low 
and that the 40-cent rate more nearly represents the nor- 
mal water rate on these articles. 

The present rail rate on these articles from Pittsburgh 
to the Pacific coast is 73.9 cents per 100 pounds, made 
by combining the local rate of 18.9 cents Pittsburgh to Chi- 
cago with the 55-cent rate from that point to the coast. 

The application is supported by the shippers in the Pitts- 
purgh district and other districts that would benefit by 
the proposed rate. They urge that. the 55-cent rate now 
in effect from Chicago gives to Chicago an undue advan- 
tage over Pittsburgh in the business on the Pacific coast. 
The application is also supported by the representative 
of the interests at Spokane, an intermediate point of 
destination. It is opposed by shippers of Chicago, who 
assert that their geographical location entitles them to a 
lower rate than Pittsburgh. It is also opposed by Atlantic 
seaboard shippers, who assert that a 55-cent rate from 
Pittsburgh will put the shippers on the Atlantic seaboard 
at a disadvantage. 

It has been testified in this case that Pittsburgh is looked 
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upon as the great price-makirg point for iron articles. It 
is asserted by witnesses in this case that, for example, 
the Seattle buyer of iron articles in the Chicago market 
pays for such articles in Chicago a price as much higher 
than the Pittsburgh price as the rate from Chicago to 
Seattle is lower than the rate from Pittsburgh to Seattle. 
The inevitable conclusion is that no consumer at the Pa- 
cific coast benefits by the reduction of rates on iron arti- 
cles to the Pacific coast ports, unless such reductions 
apply from Pittsburgh. ° 

It is possible that ultimately the Commission should 
authorize the establishment of the 55-cent rate from Pitts- 
burgh in order to permit the movement of these articles 
by rail. The local rate Pittsburgh to New York on most 
of the important articles in this list is 16.9 cents per 100 
pounds. A 30-cent rate from New York to the Pacific coast 
would attract a large percentage of this traffic to the boat 
lines as against a 55-cent rate all rail. 

However, conditions have changed quite materially since 
the canal was opened, and under present conditions the 
40-cent rate more nearly represents what the water com- 
petition now is, or is likely in the near future to be, than 
does the 30-cent rate. It seems clear that ordinarily the 
Commission should not, by relief from the fourth section, 
authorize the carriers to go any further in meeting water 
competition than is necessary to meet the competition 
afforded by water routes, because to do so would give a 
permanent advantage to some localities to the disadvan- 
tage of competing’ localities. A 65-cent rate from Pitts- 
burgh on these iron and steel articles under the conditions 
that existed during the year 1915 prior to the closing of 
the canal by slides would permit the movement of these 
articles via New York and water thence to the coast, 
and would permit also the movement of a considerable 
percentage of the traffic by rail. 

It is_impossible at this time to foretell the degree of 
competition which the water lines are likely to afford dur- 
ing the coming year. It is asserted that it may be several 
years before boats will care to bid for this traffic strongly 
enough to offer a 30-cent rate from New York. When that 
time comes, if it ever does, the Commission can, if re- 
quested to do so, consider such proposed reductions in 
rates by rail as may be thought necessary to meet the sit- 
uation. In authorizing the establishment of a rate of 65 
cents from Pittsburgh to the Pacific coast we are permit- 
ting on this traffic only the same differences between the 
Pittsburgh and the Chicago rates to the Pacific coast that 
are now permitted on rates on these articles to intermedi- 
ate points. 

We shall, therefore, authorize these carriers to estab- 
lish from Pittsburgh and points grouped therewith and 
from Cincinnati and points grouped therewith rates on 
these iron and steel articles of 65 cents per 100 pounds 
to the same Pacific coast ports to which we have author- 
ized the establishment of the 55-cent rates from Chicago. 
The rates to intermediate points on these articles will be 
controlled by the requirements of our Fourth Section Order 
No. 124, of April 30, 1915. An appropriate order will be 
entered permitting the establishment of the rates author- 
ized on five days’ notice. 


RATES ON MEATS, ETC., FROM IOWA 


CASE NO. 6481 (38 I. C. C. 228-231) 
JACOB E. DECKER & SONS VS. MINNEAPOLIS, & ST. 
LOUIS RAILROAD CO. ET AL. 

Submitted Aug. 31,1914. Decided Feb. 15, 1916. Opinion No. 3435. 


1. Meat Rate Adjustment, Mason City, la., to Arkansas and 
Texas Not Illegal.—Rates charged for the transportation 
of packing-house products and fresh meats in straight car- 
loads from Mason City, Ia., to Arkansas and Texas points 
not found to be unreasonable or unjustly discriminatory. 

2. Differentials to Louisiana Must Be Reduced.—The rates to 
Louisiana points found unjustly discriminatory to the ex- 
tent that they exceed the rates from Chicago and grouped 
points by more than 2% cents per 100 pounds on packing- 
house products and 5 cents per 100 pounds on fresh meats. 
Reparation denied. he 

Senneff, Bliss & Witwer for complainant; H. G. Herbel, F. G. 

Wright and Thomas Bond for Missouri Pacific Railway Co.; 

St. Louis, Iron Mountain & Southern Railway Co., Texas & 

Pacific Railway Co., and St. Louis & San Francisco Railroad 

Co. 


By the Commission: 

Complainant is a corporation engaged in the packing- 
house business at Mason City, Iowa. By complaint, filed 
Jan. 12, 1914, it alleges that the rates charged by defend- 
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ants on packing-house products and fresh meats in straight 
carloads from Mason City to Arkansas, Louisiana and 
Texas points are unreasonable and that they unjustly 
discriminate in favor of certain other Iowa points which 
are substantially on the Chicago basis of rates to the 
destinations involved. Reparation is asked. 

The following table shows the present rates on packing- 
house products from Mason City, the rates desired, and 
rates from other points; all rates are stated in cents per 
100 pounds: 


To To 
Texas To Te -. Te To Alex- To 
com- Little Fort Cam- Lake an- Shreve- 


From— mon Rock, Smith, den, Charles, dria, port, 
points. Ark, Ark. Ark. Lea.. lm Is. 

Mason City, Ia...69.5 44.5 49.5 52.5 71.0 65.0 66.5 
Mason City, Ia.*67.0 42.0 47.0 50.0 63.0 57.0 58.5 
Chicago, Ill. ....67.0 42.0 47.0 50.0 63.0 57.0 58.5 
Milwaukee, Wis.67.0 42.0 47.0 50.0 63.0 57.0 58.5 
Ft. Dodge, Ia...67.0 42.0 47.0 50.0 63.0 57.0 58.5 
Waterloo, Ia....67.0 42.0 47.0 50.0 63.0 57.0 58.5 
Ottumwa, Ia..... 66.0 39.0 44.0 47.0 60.0 54.0 55.5 
Des Moines, Ia..66.0 43.0 46.0 51.0 62.0 56.0 57.5 
Cedar Rapids, Ia.66.0 42.0 47.0 50.0 62.0 56.0 57.5 
Marshalltown, Ia.67.0 42.0 47.0 50.0 62.0 56.0 57.5 
St. Paul, Minn..69.5 44.5 49.5 52.5 71.0 65.0 66.5 


*Rates desired. 


Mason City is 205.9 miles northwest of Cedar Rapids over 
the Chicago, Milwaukee & St. Paul and the St. Paul & Des 
Moines railroads; 72 miles northeast of Fort Dodge over 
the Chicago Great Western Railroad; 121 miles north of 
Des Moines over the St. Paul & Des Moines Railroad. 

Complainant is interested principally in the rates on 
packing-house products, pork products in particular. The 
hogs slaughtered by complainant are purchased principally 
in Iowa in competition with other Iowa packing houses and 
the products are shipped principally to Chicago. Complain- 
ant desires rates to the points involved that will enable 
it to compete more advantageously with other Iowa packers 
who enjoy substantially Chicago rates to points of destina- 
tion in the South. Complainant urges that its inbound rates 
on live stdck and such supplies as box lumber, tierces, 
tubs, salt and coal are about on a parity with the rates 
paid by its Iowa competitors, so that the cost of its prod- 
ucts is approximately the same, and argues that a similar 
rate parity should obtain on its outbound products, as 
its disadvantage in distance is negligible. It asks to have 
Mason City grouped with Iowa points rather than with 
St. Paul, with which it does not compete in the purchase 
of live stock. Packers at other Iowa points have lower 
rates to Arkansas, Texas and Louisiana points than com- 
plainant has and complainant must shrink its profits in 
order to compete. Competition from Texas and Okla- 
homa producing points must also be considered. Mason 
City, as a point of origin, is on the same basis with other 
Iowa points on packing-house products to Duluth, while 
on northbound traffic from some of the Texas common 
points Mason City, as a destination, is on the Chicago 
basis, which is higher than applies to other Iowa points. 
A rate of -36 cents per 100 pounds applies from some of 
the Texas points to Cedar Rapids, Iowa, while the rate 
to Mason City and Chicago is 41 cents. 

Complainant submits that if the carriers can maintain 
a rate of 41 cents: to Mason City they can maintain the 
same rate in the opposite direction. Lower rates apply 
from Texas to Mason City than to Milwaukee, and com- 
plainant argues that this adjustment also should ‘be 
applied on traffic in the opposite direction. Milwaukee 
takes Chicago rates southbound, and the rates from Chi- 
cago and Milwaukee to the territories involved are made 
by the addition of differentials to the rates from St. 
Louis. For some _years Mason City was in Fox River 
territory with respect to shipments of packing-house prod- 
ucts to Arkansas and Texas, and took a 15-cent arbitrary 
over St. Louis. On March 8, 1912, the present rates were 
established on a basis of 9% cents over St. Louis. An 
attempt was made to restore Mason City to the Fox River 
district basis of rates, but the attempt was protested by 
complainant and others, and the rates proposed were 
ordered to be canceled, and the existing rates ordered 
to be maintained for the statutory period. Rates on 
Packing-House Products, Fresh Meats and other Com- 
modities from Mason City, Iowa, 30 I. C. C. 341 (The 
Traffic World, May 23, 1914, p. 1049), decided May 5, 1914. 
Defendants maintain that this action on our part places 
Mason City in a preferred zone, with rates to Texas and 
Arkansas points that are 2% cents per 100 pounds over 
other Iowa packing plants on packing-house products, and 
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about 24% cents on fresh meats to Texas points and 5 cents 
on fresh meat to Arkansas points. 

Mason City is intermediate to Texas from St. Paul via 
the Minneapolis & St. Louis Railroad, and on packing- 
house products and fresh meats to Texas is on the same 
basis as St. Paul. The line of the Minneapolis & St. Louis 
Railroad through Mason City runs north and south. Chi- 
cago territory extends west as far as the line of the 
Minneapolis & St. Louis Railroad, but Mason City is 
approximately 90 miles north of the northern boundary of 
Chicago territory. Milwaukee territory, which has the 
same rates as Chicago to the points involved, is directly 
east of Mason City, but does not extend into Iowa, except 
to points on the west bank of the Mississippi River. Com- 
plainant argues that Milwaukee territory should be ex- 
tended to include Mason City, but defendants reply that 
Mason City is not and should not be included in either 
Milwaukee or Chicago territory because the carriers’ lines 
from Chicago and Milwaukee to the points involved do 
not pass through Mason City, and the location of Mason 
City reasonably precludes an extension of either of these 


‘territories to include it. Mason City is from 99 miles 


to 270 miles north of the route of any of the carriers which 
engage in this traffic from Chicago to the points involved. 
Certain carriers traversing Iowa from Chicago to the 
Southwest by way of Missouri River points were required 
to establish the same rates from Chicago and certain in- 
termediate points in Iowa. The Illinois Central Railroad 
is the farthest north Chicago to Omaha line on traffic 
destined to the points involved, and Mason City lies north 
of the Illinois Central’s line. There is no line from Chi- 
cago which would carry traffic destined to the points in- 
volved through Mason City, and the short route to Louisi- 
ana and Arkansas lies through Mississippi River points 
and not through Missouri River points. The short-line dis- 
tance from Chicago to St. Louis is 284 miles, while the 
short-line distance from Mason City to St. Louis is 440 
miles, : 

The present rates from Mason City are materially lower 
than the mileage scale rates prescribed in Investigation of 
Alleged Unreasonable Rates on Meats, 22 I. C. C. 160 (The 
Traffic World, Jan. 6, 1912, p. 3). 

We find that the rates from Mason City to the Arkansas 
and Texas points involved are not shown to be, either 
unreasonable or unjustly discriminatory. 

The rate from Mason City on packing-house products 
to Louisiana points is a differential of 8 cents per 100 
pounds over the Chicago group rates; the rate on fresh 
meats a differential of 12 cents. There appears to be no 
justification for greater differentials on shipments to 
Louisiana than on shipments to Arkansas, and we find 
that the rates from Mason City to the Louisiana points in- 
volved are and for the future will be unjustly discrimi- 
natory to the extent that they exceed the Chicago rates 
to the same points by more than 2% cents per 100 pounds 
on packing-house products, and by more than 5 cents per 
100 pounds on fresh meats. The damage alleged by com- 
plainant to have been caused by the rates condemned is 
not established, and therefore, no reparation will be 
awarded. 

Appropriate order will be entered. 


REOPENING OF SLAG CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Asserting that sincé the Commission made its report in 
the slag case facts have developed that have a vital bear- 
ing on the issue in that matter, Charles S. Belsterling, 
commerce counsel for the United States Steel Corporation, 
has filed an application for a reopening of that case, He 
asserts that the railroads are using every pound of slag 
turned over to them by the furnaces of the National Tube 
Co., American Steel & Wire Co. and the American Sheet 
and Tin Plate Co. Therefore, he says, they should not. be 
allowed to charge the iron and steel companies for hauling 
material which they are using for the betterment of their 
own properties, unless the carriers pay for the slag, which, 
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of course, it is beyond the power of the Commission to 
require them to do. 

Inferentially Mr. Belsterling accuses the witness who 
took the stand for the Pittsburgh & Lake Erie of either 
ignorance or misleading the Commission. That witness, 
when asked by Mr. Belsterling what the Monongahela 
Railway did with the vast quantities of slag turned over to 
it by the Pittsburgh & Lake Erie, said he did not know. 
In his application for rehearing Mr. Belsterling quoted 
from the report of the Commission to the United States 
Senate on the matter of the ownership, management and 
control of the Little Kanawaha Railroad, to show that the 
Monongahela Railway had been using the slag turned over 
to it by the Pittsburgh & Lake Erie in new construction. 


That same report showed that the Monongahela was 
organized by the Pittsburgh & Lake Erie, the Pennsyl- 
vania and the Baltimore & Ohio to build a single line into 
the Klondike coal region. Each of the three roads had 
started to build a branch into that region without realizing 
that the enterprise would be extremely expensive. Then 
they united their efforts into one line which is to be 
operated jointly by the Lake Erie and, the Pennsylvania. 


Mr. Belsterling suggests that if the railroads were really 


wasting and not using the slag there might be justification 
for the charge of 20 cents a ton for such service. 

As the matter now stands, it is asserted, the carriers 
collect the charge, but perform no service for anyone other 
than themselves. Mr. Belsterling asserts the slag is worth, 
for building purposes, double what the railroads claim is 
the cost of carrying. He is unwilling, however, to accept 
the cost figures of the carriers, claiming that they are 
above reason because the average car-mile earning on 
movements of slag is higher than the average expense of 
hauling all kinds of traffic. 

The application does not rest wholly on that contention. 
Rather, it is based on the contention that the tariffs are 
absolutely illegal because there is no contract to carry 
safely or to deliver; there is no bailment; there is no con- 
signment of the slag beyond the point of production; the 
railroad has full right and title to the slag upon receipt, 
embracing the right to use the property; the slag is not 
offered for transportation between points in different 
states; the industry has no. control over the property after 
it leaves its premises; the industry has no right of stop- 
page in transit; there is no common carrier liability in- 
volved; the movement of the slag across state lines is 
incidental to its use for railroad purposes by the railroad 
hauling it; the slag is not delivered to the railroad for 
transportation nor for the purpose of holding it in specie 
until called for by the bailor or his transferee; the trans- 
portation of the slag is transportation rendered by the 
railroad for itself or for its connections; and finally the 
slag is offered to the railroad for use. 

Mr. Belsterling declared that investigations by the rail- 
road commissions of Ohio, West Virginia and Pennsylvania 
show the railroads are using the slag and are not wasting 
it as is pretended by the’carriers. It is figured by him 
that the Pennsylvania Railroad Co. made a profit of $1,021,- 
861 in 1915 by reason of the slag turned over to it, if it 
used no more in that year than it did in 1913. The slag 
for building purposes,’ Mr. Belsterling asserted, cost the 
railroad $442,205 less than an equal amount of other filling 
material would have cost. Adding the freight charges of 
20 cents a ton, enabled Mr. Belsterling to make the sum 
of more than $1,000,000 as the profit of the Pennsylvania 
Railroad Co. on slag alone. 
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Status of Railroad Legislation 


Newlands Resolution,. Rayburn Bill, and Adamson Bill All Reported Favorably by House 
Committee—Pomerene Bill Passed by Senate—Amendment to Interstate 
Commerce Act Proposed 


THE FRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The House committee on Interstate and Foreign com- 
merce has made favorable reports on the Newlands resolu- 
tion providing for an inquiry finto the regulation of com- 
mon carriers and into wireless telegraphy, with a view to 
determining whether that form of communication should 
also be brought under regulatory control and on the Ray- 
burn bill, authorizing the Interstate Commerce Commission 
to supervise the issuance of securities and amending the 
twentieth section so as to authorize the Commission to 
call for correspondence between railroads and anyone hav- 
ing financial transactions with a common carrier. 


It has also favorably reported the Adamson bill, increas- 


ing the personnel .of the Commission from seven to nine 
members, with authority to divide itself into committees 
to consider and dispose practically of various phases of 
its work. All this is in conformity with the desires 
of thé Commission as expressed to the committee on 
February 28, when Commissioners Clements, Clark and 
Hall appeared before it, at its request, to express their 
opinion on the measures to be reported. 

Commissioner Clements on that day told the committee 
that he was opposed to .government ownership, chiefly 
because it would force the railroads, organized labor, and 
everybody connected with the transportation systems of 
the country into politics. He said that ultimately, of 
course, the public would determine whether private owner- 
ship and regulation were successfuul or whether govern- 
ment ownership should be accepted as the lesser of two 
evils and as a relief from private ownership and govern- 
ment regulation. 

The Commission often has asked for the authority to 
supervise the issuance of securities and for authority to 
compel the production of correspondence. It has been 
asking for thé last-mentioned addition to its powers ever 
since the supreme court, in the Commission’s case against 
the Louisville & Nashville, declared that Congress had 
not given it such authority. 

At the last session of the last Congress, the House 
passed the Rayburn securities bill, so that the House com- 
mittee in making a favorable report on the Rayburn bill is 
only endorsing its earlier action, which was also endorsed 
by the House. 

Report by Jan. 1, 1917. 


The Newlands resolution was reported with an amend- 
ment .requiring the joint commission, composed o five 
members of the Senate committee on interstate com- 
merce and five members of the House committee on inter- 
state and foreign commerce, to make a report on the 
whole subject, including government ownership, on or 
before Jan. 1, 1917. The limitation was written into the 
resolution with an idea of showing the opponents of the 
resolution that the purpose of the advocates of it is not, 
as charged, to find an excuse for holding up all legisla- 
tion for an indefinite period. It is pointed out that the 


limitation requires a report in time to enable Congress *.o 
act on the subject before the end of the presént Congress 
and before the end of the Wilson administration—if those 








dates be deemed of importance by those who are offering 
the criticism that the purpose is delay. 

It is taken for granted that the House will agree to the 
limitation as to time because its members have not taken 
a great deal of interest in the subject. What the Senate 
will do is another matter. 

The view often expressed in that body, during the 
pendency of the resolution, is that it will take years to 
make an adequate inquiry into the results of government 
ownership of railroads in Europe. It is suggested that 
advocates of government ownership will oppose the limita- 
tion on the ground that by placing such a time limit 
on the work of the joint committee, the primary object of 
the Borah amendment, the gathering of facts that will be 
guides for American lawmakers, will be defeated. 


The Pomerene Bill. 


On March 10, the Senate, without debate, passed the 
Pomerene uniform bill of lading bill. Thereby it also en- 
dorsed its action of the prior season. It is a measure of 
forty-five sections, defining the kinds of bills of lading 
which may be issued, and the liability assumed by the 
issuance of each of three kinds. The two kinds are: 
Straight, as when the goods are consigned to a specified 
bill; and “Order,” when the bill is issued to the order 
of a designated person. 

Duplicate order bills of lading may be issued, without 
liability to deliver on each, only on shipments to Alaska 
and Panama on the Amercian continent and other parts 
of the world. In other words, if a carrier issues duplicate 
bills of lading for any shipment moving to any part of the 
continent other than Alaska or Panama, it may be called 
upon to deliver goods on the original and all the dupli- 
cates. Bills to the insular possessions and foreign 
countries may be issued in duplicate, without duplicate 
liability.. The duplicate liability may be avoided by plac- 
ing the word “duplicate” plainly on the face of every 
part of the bill other than the original. 

Straight bills shall be plainly marked “Negotiable” or 
“Non-Negotiable.” Insertion of the name of the person 
to be notified of the arrival of the goods shall not limit 
the negotiability of the bill or constitute notice to a pur- 
chaser of the rights or equities of the person whose name 
appears in the blank left for the giving of notice of 
arrival of the goods. 

The object of the measure is to bring bills of lading 
issued by carriers engaged in interestate commerce upon a 
statutory basis instead of upon the basis of the common 
law or of state legislation. The sections other than those 
pertaining to the form of the bills define the rights of 
consignors, holders of bills, consignees and of the carrier 
issuing a bill. 

Issuance of “shippers load and count” bills of lading 
at agency stations, if the shipper asks for a check of his 
packages, is forbidden. The request for the carriers 
count of the load is to be made in writing, and the inser- 
tion of any words indicating that the lading is according 
to the shipper’s count is to have no effect upon the bill. 
The carrier shall be liable notwithstanding the insertion 
of the shipper’s load and count words. 
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Government Ownership Ignored, 


In the report of the committee on the Newlands resolu- 
tion nothing is said about the Borah amendment thereto 
requiring the joint committee to be created by the reso- 
lution to consider government ownership. The main part 
of the report says: 


Many questions are suggested as demanding investigation 
and solution and are urged as reasons in support of the joint 
resolution. It is claimed that the transportation of tne country 
is congested and retarded, greatly to the detriment of com- 
merce, for the want of adequate facilities. Thousands of freight 
cars loaded with the products of our country—factory, field 
and mine—are occupying many miles of terminals and side- 
tracks in our principal cities vainly awaiting unloading, stor- 
age or forwarding. If this state of stagnation and congédstion 
is not promptly relieved, depression will grow worse, and the 
business of agriculture, manufacture, mining and merchandising 
will languish and be seriously demoralized, to the consequent 
suffering and loss generally among our people. 

On the 6th and 7th instants the Interstate Commerce Com- 
mission held hearings, at which the leading shippers, forward- 
ers and transportation managers of the country appeared. The 
purpose was to seek some plan of relief for the present dis- 
tressing congestion. As no solution was reached by agreement 
of the various interests, the Interstate Commerce Commission 
is still considering this important matter. E 

It is announced by experts who claim to know that it will 
require an expenditure of from $5,000,000,000 to $15,000,000,000 
to supply the railroads of the country with sidetracks, ware- 
houses, terminal facilities and the other equipments and im- 
provements necessary to handle the transportation business 
of the country, present and prospective, in the near future. 

In addition to that, when normal conditions are restored fol- 
lowing the present universal war and its disastrous effects on 
our people, the tremendous increase of the industries and busi- 
ness of our country will more and more burden railrodds inade- 
quately equipped and demand increased facilities. As the rail- 
roads must expend a vast outlay of money to handle business 
before they can expect to derive revenue therefrom, the ques- 
tion of financing these necessary and vast improvements _ be- 
comes a momentous one, and that is one of the questions which 
the railroads desire to present for consideration and solution by 
this subcommittee if raised by this joint resolution. 

Members of the Interstate Commerce Commission appeared 
before your committee and advised us as to the tremendous 
increase in the volume, importance and diversity of its busi- 
ness as well as the difficulties of transacting and disposing 
of same in a satisfactory manner, suggesting several changes 
in the law affecting their organization and procedure. Since 
the approval of the act to regulate commerce in 1887 the sys- 
tem has had a gradual and irregular growth by various and 
sometimes sporadic amendments, some of them making de- 
cided if not radical changes in the original plans and policies 
and some of them adding new and important activities. So 
that the entire law to regulate commerce now in force is not a 
uniform, compact, symmetrical structure, easily understood, 
but is an incoherent growth, sometimes inconsistent, in some 
parts hardly reconcilable, and, to say the least of it, the diver- 
sities and incongruities should be carefully considered and 
wherever possible unified and improved, to the end that the 
Federal regulation of carriers may be successfully carried on 
with the best possible service to the public. ; 

The improvement of the telephone and telegraph, both wired 
and wireless, and the operations of the express companies 
and the connection of our local transportation system: with for- 
eign traffic all having grown up or undergone changes in re- 
cent times are worthy of study and demand in ‘the interests 
of the public service thorough consideration. 

The various subjects mentioned for consideration by the 
joint committee proposed’ if thoroughly investigated will be 
better understood by the public, and the investigation will 
therefore in all probability enable Congress, with the approval 
of the people, to settle these questions to the best interests 
of the public. The subject of transportation is vital to the 
interests of our whole people, and the fact that our govern- 
ment has undertaken Federal regulation of interstate and for- 
eign commerce with such a marked degree of success inspires 
us with faith that the defects in the system can be corrected 
and the system very largely improved, and to that end there 
cannot be too much light secured and thrown upon the ques- 
tions involved. Your committee is satisfied, as suggested by 
the President, that no backward step is contemplated, and so 
far as this committee or any members of it may be connected 
with any such investigation no such backward step shall be 
recommended, but it is the earnest hope of every member of 
your committee that the investigation, if ordered, shall be 
directed to the detection of defects in the system, the estab- 
lishment of truth as to the best way to remedy these defects, 
and the perfection of the system for the increased convenience 
and prosperity of the people in every way that human legisla- 
tive wisdom can accomplish perfection in anything. 


The Rayburn Bill. 


A fact generally overlooked has been brought out in the 
report of the committee with regard to the Rayburn bill. 

That bill contains a provision under authority of which 
the Commission can require a railroad to give informa- 
tion to its stockholders in such form and at such times 
as the Commission may require. Not only prospective 
but existing investors, the bill purposes, should be pro- 
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tected by means of publicity. With regard to that over- 
looked feature the report of the committee says: 


We go further than these provisions just suggested and we 
say that the Interstate Commerce Commission may in its dis- 
cretion call upon the railroad companies to make public to 
their shareholders such information as the Commission desires 
and in such form as the Commission may direct. A great 
wrong has been practiced along this line by those higher up 
in authority in these carrier corporations by keeping the men 
who hold the shares of stock, and who are vitally interested 
in the business of the companies, absolutely in the dark as to 
the financial transactions in which they have an interest. It 
is believed that when that part of this bill becomes a law that 
it will be a great boon to the small investor in railways in this 
country. We believe that it takes this, added to the other pro- 
visions requiring publicity in this bill, to round it out and 
make it what it should be along the lines of publicity. And 
to further justify the position that we have taken upon this 
publicity proposition in this bill, we quote from section 6 of 
the recommendation of the Hadley commission as follows: 

“Upon the whole, your Commission believes the accurate 
knowledge of the facts concerning the issues of securities and 
the expenditures of their proceeds is a matter of utmost im- 
portance. It is the one thing on which the Federal government 
ean effectively insist to-day; it is the fundamental thing which 
must serve as a basis for whatever additional regulation may 
be desirable in the future.”’ 

We believe that when we have built up this great line of 
publicity as suggested in this bill, it would be a great boon to 
the country, and its beneficent results would be felt through- 
out the country, especially among the people who are dealing 
with the railroads and who are engaged or in any way con- 
nected with the securities of railroad corporations. 


While the committee recommended the -Rayburn bill 
and its stringent publicity provisions, it at the same time 
made a favorable report on the Adamson bill, H. R. 772, 
which authorizes the Commission to require the produc- 
tion of correspondence and memoranda, but has a proviso- 
like sentence at the end thereof which reads: “Nothing 
in this section shall be construed as affecting any rule 
of evidence now in force in courts of the United States.” 

The recommendation with regard to that is that while 
the same subject is covered in the Rayburn bill, the 
committee recommends the passage of the Adamson bill 
without delay. That recommendation is treated as an 
alternative for the Rayburn measure and is intended as 
a recognition of the opposition to the part of the Rayburn 


bill which gives the Commission control over issues of. 


securities. With regard to the good to be accomplished 
by the control of securities part of the bill, the report 
says: 


By the unbridled and unregulated system in the past of the 
railroads of the country ‘loading themselves down with un- 
necessary and inappropriate issues of stocks and bonds, we be- 
lieve that the railroad companies have placed themselves in a 
position where they have not been able to perform their duties 
to the public. We do not say that capitalization is the all- 
controlling factor in the making of rates, but we do say that 
it is one of the great determining factors in making and pro- 
mulgating railroad tariffs. When a railroad company is al- 
lowed to unnecessarily load itself down with spurious securi- 
ties of one kind and another, every thoughtful man will agree 
that the ability of the carrier to perform its functions is im- 
paired. The present deplorable conditions of the railroads of 
this country are but an echo of bad management upon the 
part of the railway officials. 


The bill was passed by the House in the Sixty-third Con- 
gress with only 12 dissenting votes. It would in all probabil- 
ity have passed the Senate but for conditions arising out of 
the European war. With this great indorsement of the last 
House, we believe it should again pass, and this time be passed 
by the Senate and become law. It is our firm belief that when 
the provisions of this bill are law it will put a stop to the 
railroad wreckers in this country and will redound to the good 
of all, the honest railroad management as well as the shipping 
and investing public. We are of the opinion, after much study 
of the subject, that all railroads of the country that are not 
badly located would at this time, and during the period of 
depression that has: to some extent ended, be making a fair 
return on an honest capitalization. This bill simply provides 
for honest capitalization and honest management; we there- 
fore confidently believe that the Congress will eagerly concur 
in its provisions. 


Amendment to Commerce Act. 


At the request of the public utility commission cf 
Washington state, Representative Humphrey has intro- 
duced a bill (H. R. 12955) proposing to amend the fifteenth 
section of the Act to regulate commerce. The language 
of his bill is: “That the declared purpose of this act 
‘is to amend section fifteen of the Act to regulate com- 
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merce as amended, so as to give to the Interstate Com- 
merce Commission power to prevent the diverting of 
passenger or freight traffic from one place, locality, or 
section to another by discriminatory rates.” 


That form of bill writing, in which the 
declared, is not common in Congress. The declaration 
is interesting, but it is suggested that the manner of 
preventing the discrimination will be more interesting to 
the railroads of the country. Into the first paragraph 
of the fifteenth section are written words which authorize 
the Commission to change rates it thinks are unjust or 
unreasonable, or unjustly discriminatory, “or tend unrea- 
sonably and unjustly to divert passenger or freight traffic 
from one place, locality or section to another, to the detri- 
ment of either such place, locality or section,” and to estah- 
lish the reasonable rate as the “absolute” instead of the 
maximum rate to be charged. Later in that same para- 
graph the language as proposed is that the carrier shall 
not charge more or less than the “absolute” rate or 
charge fixed by the Commission. 

In the third paragraph of the section the language is 
also changed from the “maximum” rate to the “absolute” 
rate which may be charged and collected. 

The fourth paragraph, forbidding a through route that 
will result in one of the parties to it being “short-hauled,” 
will be omitted, if the Humphrey bill is passed. Its omis- 
sion would enable the Commission to order a through 
route and joint rate, in which one or more of the carriers 
parties thereto would be “short-hauled,” if the regulating 
body should be convinced after hearing that such a 
through route were necessary to prevent discrimination 
against a place, locality or section. 

Every railroad has always fought vigorously against the 
making of through routes, the effect of which would be 
to give it anything less than the maximum haul over its 
own rails on a shipment going to a point off its own 
rails, because divisions of the through rate have been 
generally based on the number of miles each participant 
in a through movement has hauled the shipment. For 
instance, neither the Pennsylvania nor the Baltimore & 
Ohio would join the other in a through route arrangement 
between Washington, D. C., and Mansfield, O., because 
each has its own rails from one point to the other. 
Neither would join the Western Maryland in a through 
movement to Connellsville, Pa., from Baltimore, even if 
the Western Maryland has the short line between Balti- 
more and Connellsville, because by doing so they would 
deprive themselves of the longest possible haul between 
the two points, over their own rails. 


The Humphrey bill, it is believed, would empower the 
Commission to make up through routes in a way to give 
roads like the Western Maryland a share in through move- 
ments, on the theory that unless such through routes were 
ordered there would be discrimination against localities 
or sections served by the roads like the Western Maryland. 


purpose is 


WEIGHING OF CARLOAD FREIGHT 


The Illinois State Public Utilities Commission has just 
concluded a week’s hearing on charges assessed by Car- 
riers for the weighing and reweighing of carload freight. 
This subject was considered under the caption of “Rules 
and Regulations” as a part of the general Five Per Cent 
Advance Case and the Illinois Manufacturers’ Association 
entered an appearance as a protestant against the ad- 
vances proposed. ‘ 

At the hearing it developed that the real question at 
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issue seemed to be the propriety of the carriers making 
any charge whatsoever for the reweighing of carload 
freight at destination on track scales owned by the con- 
signee. It was developed that many carriers have previ- 
ously absorbed the cost of this service as a part of their 
line haul charge. Others were shown to have arbitrarily 
imposed a charge of twenty-five cents per car per weighing 
for this service about five or six years ago, no attempt 
to justify this charge ever having been made by the car- 
riers previous to this hearing. 

_ About a year and one-half ago the carriers sought to 
obtain uniformity in this matter by making a charge for 
the weighing and reweighing of carload freight on indus- 
trially owned scales of fifty cents per car per weighing, 
representing in some cases an arbitrary imposition of a 
charge of one dollar for obtaining the net weight of the 
contents of a car by the use of an actual tare and in other 
cases increasing the previous charge for this service 100 
per cent, and also discontinuing the provision contained 
in previous tariffs that 10.per cent of all inbound carloads 
other than coal would be weighed free of charge on con- 
signees’ scales. It should further be added that tariffs 
in effect provide that charges for weighing on industrially 
owned scales be not assessed when weights are furnished 
the carriers for billing purposes, nor for reweighing when 
errors in the billed weights of the car in excess of the 
tolerance allowed are disclosed. 


Actual Tare Weight 


On the two foregoing provisions the only question raised 
was that the carrier should be required to obtain the actual 
tare weight of the car free of charge when weighed on 
consignors’ scales. Some carriers have previously main- 
tained that as the stenciled tare weight of the car was 
acceptable to them a request on the part of the shipper 
for an actual tare weight was a special service for which 
the shipper should pay. 

It developed at the hearing that one shipper had 3,934 
inbound carloads reweighed in 1914 and found on reweigh- 
ing these cars that errors in excess of the tolerance al- 
lowed were disclosed on 1,019 cars, showing that the billed 
weights on 25.9 per cent of all carloads received were in 
error. Of these cars, based on the carriers’ weights, 362 
cars showed an overage of 1,285,790 lbs., or an average 
of 2,552 lbs. per car, while 657 cars showed a shortage of 
2,194,610 lbs., or an average of 3,340 lbs. per car. The 
gross error disclosed, distributing over all cars received, 
amounted to 885 Ibs. per car. 

Another plant which reweighed 2,272 inbound loads in 
the course of a year discovered errors based on the car- 
riers’ billed weights in excess of the tolerance allowed on 
570 cars, or 25 per cent of all inbound carloads received. . 
Based on the carriers’ weights, reweighing disclosed 
overages on 95 of these cars amounting to 227,830 lIbs., or 
2,398 lbs. per car, and shortages on 475 cars amounting to 
1,250,399 Ibs., or 2,632 lbs. per car. Gross errors dis- 
tributed over the 2,272 cars received amounted to 650 
Ibs. per car. 


Bell Offers Exhibits 


Oscar F. Bell, chairman of the weighing committee of 
the National Industrial Traffic League, introduced exhibits 
to show the errors in the stenciled tare weights of cars. 
An analysis of the check weighing on stenciled tares on 
7,031 cars showed that the average error on 39 per cent 
of these cars was 286 lbs., tlie errors ranging from 101 to 
499 lbs. per car. The average error on 24 per cent of these 
cars was 679 lbs., ranging from 500 to 999 lbs. Fifteen per 


cent of these cars showed errors in the stenciled tare 
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weights in excess of 1,000 lbs., averaging 1,684 lbs. per 
car. Only 22 per cent of the stenciled tare weights of 
these 7,031 cars were correct within a variation of 100 Ibs. 
Mr. Bell testified that these figures showed the necessity 
for using, whenever possible, the actual tare weight of a 
car in arriving at the net weight of the load. 

A direct issue of fact was raised regarding the cost of 
reweighing service on industrially owned scales. The ship- 
pers introduced numerous exhibits covering long periods of 
time showing that the average time consumed in reweigh- 
ing cars on industrially owned scales, including all extra 
switching made necessary by the reweighing, amounted to 
about a minute and one-half per car per weighing. The 
carriers challenged this figure and testified that from five 
to seven minutes was required. Of the two carriers’ wit- 
nesses who testified on this point one based his testimony 
on observations at one plant extending over three days and 
the other on’‘his observation on the reweighing of two cars. 

Accuracy of Scales 

Much evidence was introduced showing the accuracy 
of industrially owned scales and the close checks obtained 
when freight loaded at one industry possessing track 
scales was shipped to another industry owning track scales 
and reweighed. The variations disclosed in this instance 
were well within the tolerances allowed for track scale 
weighing and showed an accuracy of weights obtained on 
industrially owned scales much superior to that of the 
weights used by the carriers for billing purposes and ob- 
tained on railroad scales by the use of the weighed gross 
and stenciled tare. 

The avowed contention of the shippers was that the re- 
weighing of carload freight on industrially owned scales 
should be performed by the carriers without charge in 
view of the established inaccuracy of the carriers’ billed 
weights, pointing out the statutory requirement that the 
carrier assess a correct freight charge which must neces- 
sarily be based on a correct weight as well as a correct 
rate. The shippers protested the impropriety of the car- 
riers calling this a special service and assessing a charge 
on it. The shippers pointed out that they paid the cost 
of the installation and maintenance of these industrially 
owned scales and the salary of the weighmaster doing the 
work, and that all this expense was forced on them by 
the fact that the carriers are unable to, or at least do 
not, ascertain correct weights for billing purposes. One 
large shipper made the statement that when the day came 
that carriers could be relied on to assess freight charges 
on weights obtained with the same accuracy as was now 
shown to be obtained on industry track scales, the shippers 
would be delighted to be relieved of the necessity of 
checking the carriers’ weights, but that until the day ar- 
rived that the carriers’ billed weights could be looked 
upon as carrying at least a presumption of correctness he 
did not see why reweighing should be called a special 
service to the industry. 

Oral arguments on this case are set for hearing before 
the full state commission at Chicago May 8 and 9. 


BALTIMORE BOAT LINE PROBLEM 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


Baltimore commercial interests informally asked the 
Commission March 9 to postpone the effective date of its 
order requiring the Pennsylvania to divorce its Chesa- 
peake Bay and river steamers. As the order now stands 
the divorce is due to take place April 1. Thus far no ar- 
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rangements havé been made for a continuance of rail and 
water service afd Baltimore and “eastern shore” interests 
are becoming worried lest the result of the order will be 
a ‘reduction of ‘the affected territory to an all-rail basis. 

Unofficially, the Baltimore people say they have ie- 
ceived assurances that they will be taken care of after 
April 1 by some sort of arrangement. At the time they 
began asking for a postponement of the effective date 
they confessed they had no idea as to how or by whom 
they would be taken care of. The big query was as to 
what the Commission could do to compel the running cf 
boats. 


The conference took place in Commissioner Clement’s 
office. About twenty representatives of Baltimore com- 
mercial bodies asked him to persuade his colleagues to 
postpone the operative date of the order for one year. 
Commissioner Clements several times asked what assur- 
ances they had, if any, that the Pennsylvania would op- 
erate the boats. They had to admit they had none. Un- 
officially it was reported that the Pennsylvania had re- 
ceived an offer of $2,500,000 for its boats, but that it had 
asked $3,400,000 for them. The suggestion was made that 
the $2,500,000 was the ante bellum value of the boats 
and $3,400,000 probably the war time value and that the 
people willing to take over the business of the maritime 
part of the Pennsylvania’s business felt that they could 
not make profits on an investment made at war prices, 
hence the hitch. Commissioner Clements several times 
returned to the point that the Commission has had no 
assurances that the service would be continued even if 
it should postpone the effective date of its order. 

What is believed to be a new angle in the situation 
has been presented by a suit filed in the equity court of 
Baltimore by Townsend, Scott & Co., minority stockholders 


in the Baltimore, Chesapeake & Atlantic and the Maryland, 


Delaware & Virginia railroads, subsidiaries of the Penn- 
sylvania, which hold the steamers. They asked for the 
appointment of receiver for the subsidiary railroad com- 
panies on the ground tat receivers are needed for the con- 
servation of the interests of minority stockholders. 


They allege the railroad companies have been operated 
without benefit to the minority stockholders, the assertion 
being their operation has been without efficiency. The 
intimation those interested in the steamer line proposi- 
tion have received is that if the two railroad companies 
were placed in the hands of receivers and divorced from 
the Pennsylvania, they might continue the operation of 
the boats. 

The query has arisen as to whether, in the event the 
court appointed receivers, they would undertake to com- 
pel the operation of the boats, notwithstanding the order 
of the Commission, or whether it would undertake to reach 
an understanding with the Commission whereby the latter 
would suspend or rescind the order of divorce. 

Nothing has been received by the Commission or the 
Baltimore interests, so far as known, indicating a willing- 
ness on the part of the Pennsylvania to continue the 
operation of the boats if the Commission suspends the 
operation of its order for six months or a year. 

There is a suspicion that the complainants in this 
application for receivers for the subsidiary railroad com- 
panies are carrying on a fight they made, through to the 
highest court, to prevent the complete domination of the 
Northern Central by the Pennsylvania. They fought that 
litigation through to a loss on the ground that the stock- 
holders of the Northern Central should receive a larger 
percentage of Pennsylvania securities than was offered. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St, Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 


TRANSPORTATION AND DELIVERY BY CARRIERS. 
Bill of Lading: 

(Supreme Court of Tennessee.) A carrier is only au- 
thorized to deliver goods upon presentation of the genuine 
bill of lading, and any delivery made with that bill of 
lading outstanding is at its peril, and renders it liable 
to the holder of the genuine bill.—Louisville & N. R. R. 
Co. vs. McKay & Morgan, 182 S. W. Reporter 585. 

Complainant railroad, which delivered a carload of 
beans to defendant upon his innocent presentation of a 
false bill of lading made by his principal, after recovery 
by the holder of the true bill, might recover against the 
defendant, on the ground that a party’s innocent misrep- 
resentation of a material fact by mistake upon which 
another party is induced to act is ground for relief in 
equity as a wilful and false assertion, which in either case 
operates as a surprise and imposition.—Id. 

Complainant in such case might recover on the prin- 
ciple that, where one of two innocent parties must suffer, 
that one by whose act the loss was occasioned must bear 
it.—Id. 

Damages: 

(Sup. Ct. of Ga.) In an action instituted by a shipper 
of perishable goods against a common carrier, on ac- 
count of the defendant’s breach of duty to safely and 
promptly transport the goods and deliver the same to 
the consignees at destination, where it is alleged that 
the carrier received the shipment in good order, and 
did not properly take care of the goods, and did not 
safely and securely carry and convey them, and did 
not deliver them in good order, particular acts of neg- 
ligence need not be alleged.—Louisville, etc., R. R. Co. 
vs. Warfield & Lee, 129 Ga. 473, 59 S. E. 234; Louisville 
& N. R. R. Co. vs. McHan, 87 S. E. 889. 

Fraud: 

(Sup. Ct. of Tenn.) Where a carrier through a mis- 
take or fraud has been induced to deliver goods to the 
wrong person, it may maintain an action against such 
person for damages.—Louisville & N. R. R. Co. vs. Me- 
Kay & Morgan, 182 S. W. 585. 

Liability of Agent: 

(Sup. Ct. of Tenn.) Agent innocently presenting a 
false bill of lading made by his principal, receiving goods 
from complainant carrier, and remitting proceeds to his 
principal, without disclosing his agency to the complain- 
ant, held personally liable for the goods 'received.—Louis- 
ville & Nashville R. R. Co. vs. McKay & Morgan, 182 
S. W. 585. 


Market Value: 

(Sup. Ct. of Ga.) Where a witness testified that during 
a certain season he was engaged in shipping fruit to 
certain markets and daily received telegrams and advices 
from different dealers in that commodity concerning the 
value of the fruit, and also received the information by 
Sale bills and wires, and, based on that information he 
knew what the market price was on that date, such 
evidence was competent.—Erk vs. Simpson, 137 Ga. 608 
(4), 618, 73 S. E. 1065; Cent. R. R. Co. vs. Skellie, 36 
Ga. 866, 12 S. E. 1017; Louisville & N. R. R. Co..vs. 
McHan, 87 S. E. 890. 


DELAY IN TRANSPORTATION OR DELIVERY. 
Measure of Damages: 

(Ga. Apps.) The measure of damages for delay in the 
transportation of fruit held to be the difference between 
the market price at the most available market and the 
price received for the shipment in its damaged condition, 
where it appeared that such, delay was the proximate 
cause of the damage.—Lamb vs. Moor, 87 S. E. 837. 


LOSS OF OR INJURY TO GOODS. 

Condition of Goods: 

(Ct. of Civ. Apps. of Texas, San Antonio.) In an action 
for damage to a shipment of bananas with which a mes- 
senger traveled to watch the weather and request that 
they be housed when it was cold, testimony as to the 
condition of the bananas before they were delivered was 
admissible against the carrier, as the messenger had no 
control over the cars.—Ill. Cent. R. R. Co. vs. Freeman 
et al., 182 S. W. 369. 

Contributory Negligence: 

(Ct. of Civ. Apps. of Texas, San Antonio.) A carrier 
of bananas, under contract whereby a messenger traveled 
with the shipment to advise regarding its protection 
against cold, which carrier twice disregarded the mes- 
senger’s request en route to house the bananas, could 
not escape liability on the ground that the messenger did 
not ask that the fruit be protected at destination, after. 
they had been exposed to low temperatures and were 
frozen.—Ill. Cent. R. R. Co. vs. Freeman et al., 182 S. W. 
369. 


Description of Property: 

(Ct. of Civ. Apps. of Texas, San Antonio.) In an action 
for damage to a shipment of bananas, where the petition 
described the property only as “four cars of bananas 
loaded in cars M. K. & T.,” giving their numbers, such 
allegation was too indefinite as to the number of bunches, 
or value, and open to special exception.—Ill. Cent. Ry. Co. 
vs. Freeman et al., 182 S. W. 369. 

Duty to Protect: 

(Ct. of Civ. Apps. of Texas, San Antonio.) A carrier 
of bananas, independent of the contract of shipment, owed 
the owner with duty to preserve the property after it 
reached destination until it was delivered.—Ill. Cent. Ry. 
vs. Freeman et al., 182 S. W. 369. 

Expert Opinion: 

(Ct. of Civ. Apps. of Texas, San Antonio.) In an action 
for damages to a shipment of bananas, one saying that he 
was a practicing physician was improperly allowed, over 
defendant’s objection, to testify as to the market value 
of bananas by the hundred pounds at the point of ship- 
ment, where he had previously stated he could not say he 
had ever seen the bananas in controversy, did not know 
how many bunches were in a car, and did not know their 
grade.—Ill. Cent. Ry. Co. vs. Freeman et al., 182 S. W. 369. 
Value of Goods: 

(Ct. of Civ. Apps. of Texas, San Antonio.) In an action 
for damage to a shipment of bananas from Galveston to 
Chicago, the improper. admission of testimony as to the 
value of bananas in Galveston was harmless, where it 
was fully shown what their market value would have been 
in Chicago in good condition, and that they were value- 
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less when delivered, and under proper instructions the 
jury based the verdict on value at Chicago.—Ill. Cent. 
Ry. Co. vs. Freeman et al., 182 S. W. 369. 


U 


FREIGHT CONGESTION AT PORTS 


THE TRAFFIC SERVICE NEWS BUREAU, 








Colorado Building, Washington, D. C. 


There has been considerable discussion as to whether 
it would be worth while for the Commission to undertake 
a formal utterance of views with regard to freight con- 
gestion at north Atlantic ports and the resultant embar- 
goes. The Commissioners know they have no power un- 
der the Act to regulate cgmmerce to require the carriers 
to do anything with regard to an embargo unless it »e 
shown that unlawful discriminations have been practiced 
through the imposition or lifting of embargoes. 


The question has been raised as to why the Commission 
held the congestion conference March 6 and 7, since it 
has no power to order changes. The answer is that the 
carriers informally proposed increasing the demurrage 
charges so as to make them reach a maximum of $5 
per day per car. The Commissioners, it is believed, unoffi- 
cially had satisfied themselves that advances in demur- 
rage rates would not make any change in the situation. 
On the contrary, the fact appeared to be that the increased 
demurrage charge would have to apply throughout the 
country, unless strange and unusual exceptions were 
written into the tariff rules relating to such penalties. 


There is a suspicion among shippers that the Commis- 
sion decided to hold the conference so as to have the facts 
with regard to increased demurrage charges placed before 
them, to the end that they, in an informal manner, might 
point out the futility of such action. 

Much attention was given by representatives of com- 
mercial organizations to that phase of the subject. Men 
from the interior sarcastically desired to be informed 
how an advanced demurrage charge imposed at Cleveland, 


Pittsburgh, Galveston or Grand Junction would have any 


effect on the congestion at New York. H. H. Haines of 
Galveston suggested that possibly it would be all right 
and helpful to increase demurrage charges at the north 
Atlantic ports, but absolutely useless even to propose 
them for the south Atlantic and Gulf ports. The latter, 
he said, were doing business “as usual” and would be 
able to handle much of the congested traffic at the north 
Atlantic ports if the power that regulates the movement 
of ships to and from the north Atlantic ports could be 
taught a little American geography. A representative of 
New Orleans called attention to the fact that the entente 
admiralty managers had ordered ships away from New 
Orleans to take small jags of munitions from New York. 
He said those ships could have taken on cargo at New 
Orleans and gone to New York for the small lots of 
munitions and thereby greatly helped the American rail- 
roads and shippers. 

Much of the congestion at New York, it is suspected, 
is due to the indifference of munition shippers, in loading 
what they have manufactured into cars and sending them 
to New York without making an inquiry as to the prospect 
of getting their commodities through that port. The 
indifference of the munition makers, employes of the 
Commission suspect, is due to the fact that the agents 
for entente allies are all in New York and are dependent 
on one group of bankers to take care of the sight drafts 
attached to the bills of lading. Naturally the munitions 


are shipped to the point where the agents are, instead — 
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of being distributed to the south Atlantic and Gulf pofts. 
If proper distribution to the ports could be made there 
would be comparatively little congestion, it is believed. 


CAR SHORTAGE 





(Circular: sent to members, under date of March 9, 1916, by 
the President and Secretary of the National Industrial Traffic 
League.) 

At the annual meeting of the League held at Chicago 
Nov. 17 and 18, 1915, the following resolutions in respect 
to car shortage were adopted: 

Whereas, It is considered by railroad officials who are in a 
position to know, and we also believe, judging from commer- 
cial conditions and reports generally, that the volume of traffic 
which will be offered to the carrier during the coming winter 
will tax to the utmost their transportation facilities; and 

Whereas, All shippers, and especially the consumer, are 
vitally interested in the efficiency of the service, 

Resolved, That the National Industrial Traffic League recom- 
mend that all members of the league, and all shippers gen- 
erally, be urged to make all possible efforts to promptly release 
the equipment of the carriers; and be it further 

Resolved, That all shippers be urged to load cars as near 
their carrying capacity as commercial conditions will permit, 
and thereby increase the efficiency of the available equipment 
in the interest of all concerned; and be it further 

Resolved, That the railroad companies be urged to move all 
freight cars with despatch, 


Conditions have arisen which again bring the question 
of car shortage to the attention of every shipper and 
receiver in the country. Cars are becoming scarce, and 
the supply of available equipment is inadequate to take 
care of the enormous tonnage of the country. It is the 
duty of every shipper, so far as it is in his power, to 
conserve the present car supply. It should be borne in 
mind that cars are for the purpose of transporting prop- 
erty; that they should be loaded and unloaded promptly: 
and, further, they should not be used for storage purposes 
merely because it may be more convenient to the receiver 
of the freight. 

It is desired to lay special emphasis upon the following 
points: 

First—Cars should be loaded and unloaded promptly. 

Second-——A greater number of cars should not be or- 
dered than actually needed. 

Third—Cars should be loaded to capacity ‘whenever 
practicable. 

The American Railway Association has undertaken to 
partly relieve the situation, by recommending: 


First. That the eastern railroads shall make a strong effort 
in good faith to return box cars westbound in excess of at 
least 20 per cent above what they receive from their western 
connections. 


Second. That the western railroads make a strong effort to 
discourage the loading to the Atlantic seaboard and New Eng- 
land of commodities of a character which it is apparent cannot 
be readily and promptly disposed of. 


Third. That shippers in the east be urged to refrain from 
ordering freight in excess of their ability to promptly unload. 


This is a serious matter, and your co-operation is greatly 
desired. Will you not assist in every way possible to 
relieve the present situation? 


CHAMBER REFERENDUM VOTES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


In the United States Chamber of Commerce referendum 
vote, eight hundred and seventy-four organizations voted 
for and nine against the “suspension” of sections 4, 13 
and 14 of the La Follette Seaman’s Law. ‘It is the most 
overwhelming vote ever recorded by business on any sub- 
ject. Eight hundred and nine voted for and fifty-seven 
against the establishment of a Federal shipping board as 
a successor to the bureaus of navigation and steamboat 
inspection. 
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Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St, Paul, Minn. 
Copyright, 1916, by West Publishing Co.) ; 


REGULATION OF COMMON CARRIERS. 
Court’s Jurisdiction: 

(Sup. Ct. of Miss., Div. B.) As only those matters 
must first come before the Interstate Cammerce Com- 
mission which involve administrative functions, an action 
for damages for discrimination in facilities on a wharf, 
the terminus of a railroad, need not be brought before 
the Commission before suit in a state court——Gulf & S._I. 
R. R. Co. et al. vs. Buddendorff, 70 Sou. 704. 

Precedent action by the Interstate Commerce Commis- 
sion is not required where the complaint in the state 
court is predicated on a conspiracy to monopolize a busi- 
ness contrary to the state anti-trust law.—Id. 

(Circuit Ct. of Apps., Eighth Circuit.) Courts have no 
power to fix rates or establish practices for carriers, and 
cannot interfere with those fixed and established by the 
Interstate Commerce Commission, except where the orders 
are void.—Montgomery vs. Chicago, B. & Q. Ry. Co., 228 
Fed. Rep. .616. 

Discrimination: 

(Sup. Ct. of Miss., Div. B.) A wharf, the terminus of a 
railroad, built under charter power, at the foot of a public 
street, is private property, and it is not discrimination 
to lease a portion of the wharf to one ship broker for 
storage of parcel freight, the other portion of the wharf 
being used for general merchandise, in exclusion to an- 
other ship broker, all being given equal terms and rates, 
and adequate facilities for réceiving freight being pro- 
vided for in the city terminal—Gulf & S. I. R. R. Co. 
et al. vs. Buddendorf, 70 Sou. Rep. 705. 


(Circuit Ct. of Apps., Eighth Circuit.) Conceding that 
a carrier has no right to enter the field of general busi- 
ness and transport the articles and commodities used 
and sold therein at less than the regularly published rates 
available to the general public, it has the right to pro- 
vide eating houses for its passengers and employes at 
points on its line, and may transport the articles and 
commodities for the use of such eating houses at less 
than the full published rate—Montgomery vs. Chicago, 
B. & Q. Ry. Co., 228 Fed. 616. 

Failure to Furnish Cars: 

(Sup. Ct. of Fla.) In an action to recover damages 
for watermelons lost because of the alleged negligence of 
a carrier in not furnishing cars to transport the melons, 
where the declaration alleges that the plaintiff planted 
and raised the melons which matured and were ready 
for shipment, and there is no allegation that the plaintiff 
had other melons that were mature and ready to be 
shipped, the recovery should be confined to the value 
of melons shown to have been planted and raised by the 
plaintiff and that were mature and ready to be shipped 
as alleged, but were not shipped because of the defend- 
ant’s fault—Seaboard Air Line vs. Roberts, 70 Sou. 773. 
Interstate Commerce Commission Powers: 

(Circuit Ct. of Apps., Eighth Circuit.) The establish- 


ment by carriers of eating houses for passengers and em- 


ployes, and the transportation of articles and commodi- 
ties therefor at less than the published rate, are admin- 
istrative practices, and the ultimate primary judgment 
and discretion which govern and condition them is lodged 





in the Interstate Commerce Commission, to be exercised 
on request, and after due investigation and consideration 
of the public interest concerned, and in view of the pref- 
erence and discrimination clauses of the statute.—Moni- 
gomery vs. Chicago, B. & Q. Ry. Co., 228 Fed. Rep. 616. 
Orders of State Commissioners: 

(Sup. Ct. of Alabama.) Where two orders of the rail- 
road commission, considered together, put an unreason- 
able burden on the carrier, if each order is separately 
valid, but such orders are collectively unreasonable, both 
orders must fall, since the court cannot select which 
shall stand, but if one is of itself valid and the other in- 
valid, the valid order stands and the invalid order falls.— 
Railroad Com. of Ala. vs. St. L. & S. F. R. R. Co., 70 Sou. 
645. 

An order of the railroad commission is presumably 
reasonable, and the court will not interfere therewith 
unless it clearly appears that such order is unjust and 
unreasonable.—Id. 


An order of the Alabama Railroad Commission required 
complainant railroad to operate an additional train over 
its line daily in each direction so as to serve four towns 
ranging in population from six hundred to one thousand 
eight hundred. It appeared that complainant already op- 
erated three passenger trains in each direction daily, 
stopping at such points, two being fast trains and one a 
local. The proposed new train operating on the schedule 
fixed by the order would be overtaken and passed by 
the fast train and the installation of the new train would 
require a large expenditure of money, aside from oper- 
ating expenses. Held that, under such facts, in connec- 
tion with the revenue from such stations and the service 
of other roads in the section affected, such order was 
unreasonable.—Id. 


Whether or not an order of a state railroad commission 
for the stoppage of interstate trains is valid as not di- 
rectly regulating interstate commerce is to be decided by 
considering the claims of both the interstate traffic and 
of the residents of the state through which the road 
passes, and where ‘tthe latter’s wants have been adequately 
supplied under all the facts bearing on the subject, an 
order granting further demands to the embarrassment 
of rapid interstate transit and of the road in competing 
with its rival is an unwarrantable interference with 
interstate commerce.—Id. 


By an order of the Alabama Railroad Commission com- 


-plaining railroad was compelled to stop two of its solid 


through trains at four towns in Alabama ranging from 
six hundred to one thousand eight hundred inhabitants 
which the company already served with three passenger 
trains daily each way. The trains affected by the order 
were exclusively interstate trains and were run at their 
maximum speed consistent with safety in order to make 
through connections, with schedule which complainant had 
no control over. The loss of time in making the stops 
ordered would compel complainant to lose its interstate 
connections, and complainant was shown for many years 
to have had sharp competition in such through traffic, 
which compelled it to give up many additional connec- 
tions in order to make fast time and in order to meet 
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coinpetition. Held, that such order was an unreasonable 
restraint upon interstate traffic.—Id. : 
Action for Damages: 
(Circuit Ct. of Apps., Eighth Circuit.) The Interstate 
Commerce Commission adopted a rule that carriers might 
provide eating houses for passengers and employes, and 
that property therefor might be regarded as necessary 
and intended for the use of such carriers in the conduct 
of their business, but that such eating houses must not 
serve the general public with food prepared from com- 
modities carried at less than the published rate, and that 
no utensils, etc., employed in serving others than pas- 
sengers and employes should be carried at less than tariff 
rates. In a restaurant proprietor’s action for damages it 
was alleged that a railroad company had opened a res- 
taurant in connection with the station and operated it 
for the accommodation of passengers and employes; that 
it also served the general public; that it shipped on its 
trains free of charge most of the commodities and sup- 
plies used in such business, while plaintiff for like ship- 
ments was required to pay the regular published rates; 
that by reason thereof it was able to sell at prices below 
those at which plaintiff could make a profit; that prior 
to the establishment of defendant’s restaurant plaintiff’s 
daily receipts exceeded $100 a day, and his net profits 
$25 a day; that defendant’s competition had caused a 
decrease in the daily receipts to less than $50 a day 
and a decrease in the profits to practically nothing; that 
plaintiff had been damaged by loss of profits in a sum 
therein specified, and that there had always been ample 
facility at plaintiff’s restaurant and other eating houses 
for the accommodation of the general public, including 
defendant’s employes. Held, that no cause of action was 
stated, and the case presented was one requiring deter- 
mination by the Interstate Commerce Commission as to 
whether the establishment of an eating house at the 
point in question was proper, as the petition did not show 
that all supplies were carried free of charge, nor that 
the general public was served with food prepared from 
commodities so carried, but did squarely challenge de- 
fendant’s right to establish an eating house at that point, 
and, moreover, it did not appear that plaintiff’s loss of 
business was not due to causes not chargeable to de- 
fendant.—Montgomery vs. Chicago, B. & Q. Ry. Co., 228 
Fed. 616. , 
CUSTODY OF GOODS. 


Shipper’s Directions: 

(Ga. App.) A shipper’s written directions as to the 
route held sufficient to bind the carriers where they were 
written on the carrier’s receipt, although the conductor 
erased this part of the writing after the carrier had 
obtained complete possession of the shipment and the 
transportation had begun.—Lamb vs. Moor, 87 S. E. 837. 

A written designation by the shipper of the route held 
not essential under the Hepburn act, 4, to the liability 
of the carrier for moving the shipment by a route dif- 
ferent from the one selected by the shipper and contrary 
to his oral instructions.—Id. 


CHANGES IN DOCKET. 

Hearing in Docket No. 8555, the Holland-St. Louis 
Sugar Co. vs. Illinois Central Railroad Co. et al., assigned 
for March 15 at Grand Rapids, Mich., before Examiner 
Gerry,’ was indefinitely postponed. 

Hearing assigned for March 13 at Baltimore, Md., be- 
fore Examiner Gibson in 8298, the P. Daugherty Co. vs. 
B. & O. R. R. Co. et al., was indefinitely postponed. 

The hearing assigned for March 16, at Portland, Ore., 
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before Examiner Watkins, in Docket No. 8456, Astoria Box 
Co. et al. vs. Spokane, Portland & Seattle Railway Co. et 
al., was postponed to a date to be hereafter fixed. 


LIVE STOCK AND PRODUCTS CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
, Colorado Building, Washington, D. C. 

An investigation into rates, rules and regulations con- 
cerning live stock and its products, to cover the entire 
country, was announced by the Commission March 15. 
It is to be known as “The Live Stock and Products Case.” 
Its docket number will be 8436, which is the number of 
the existing Western Live Stock case. 

The new case is to embrace nineteen cases covering 
complaints in the three classification territories. The 
Western case covered only complaints arising in Western 
Ciassification territory. Every railroad in the country 
has been made respondent in the consolidated case. The 
Commission first consolidated everything with the West- 
ern case and then broadened the latter so as to cover 
Official and classification territories in addition to West- 
ern. To the end that there may be no uncertainty as 
to the scope of the investigation and the cases consoli- 
dated under it, the essential parts of the order and the 
case numbers are herewith reproduced: 





It is ordered, That the scope of the Commission’s investiga- 
tion, entered upon on Nov. 9, 1915, in said No. 8486, be, and it 
is hereby, broadened territorially to include also Official and 
Southern Classification territories, and that the scope of said 
investigation be also broadened so as to inquire into the rates, 
charges, rules, regulations and practices of carriers by rail- 
road operating in said Western, Official and Southern Classi- 
fication territories, governing transportation, subject to the 
Act to regulate commerce, of live stock, fresh meats -and 
packing-house products, and of green salted hides, pelts, skins, 
green salted hide trimmings, grease stock and tallow, with a 
view to prescribing just and reasonable rates, charges, rules, 
regulations and practices to govern such transportation, and 
the just and reasonable relation between the rates on the said 
commodities, or any of them. 

It is further ordered, That the matters and things involved 
in so much of Dockets Nos. 4262, 4004, I. and S. 31, I. and S. 36, 
I. and S. 56, I. and S. 93 and I. and S. 143, as was reopened and 
specifically referred to in the Commission’s order entered in 
these cases on June 30, 1914, and the matters and things in- 
volved in Dockets Nos. 7198, 7714 and sub-numbers thereto, 
8419. 8507 and 8546 be. and they are hereby, transferred to and 
made a part of the Commission’s general investigation in No. 
8486, heretofore known as the Western Live Stock Case. 

It is further ordered, That this investigation shall hereafter 
be known as, and the title thereof is hereby changed to, Live 
Stock and Products Case, 

And it further ordered, That all carriers by railroad, subject 
to the Act’to regulate commerce, operating in said Western, 
Southern and Official Classification territories, be, and they 
are hereby, made respondents to this proceeding. 


The cases consolidated are: 


No. 8436, Western Live Stock case; No. 4262, In the matter 
of the investigation of alleged unreasonable rates and prac- 
tices involved in the transportation of live stock, packing- 
house products and fresh meats from various southwestern 
points to packing houses, and thence to various destinations; 
No. 4004, Corporation Commission of Oklahoma vs. Atchison, 
Topeka & Santa Fe Ry. Co. et al.; I. and S. No. 31, In the mat- 
ter of the investigation and suspension of certain increases in 
rates for transportation of cattle to Oklahoma City, Okla.; I. 
and S. No. 36, in the matter of the investigation and suspen- 
sion of advances in class and commodity rates between stations 
in Oklahoma and Texas; I. and S. No. 56, in the matter of the 
investigation and suspension of advances in rates by carriers 
for the transportation of packing-house products; I. and S. No. 
93, in the matter of the investigation and suspension of ad- 
vances in rates on fresh meats and packing-house products 
from Wichita, Kan., to points in Louisiana and between other 
points; I. and S. No. 143. rates on fresh meats an? 
house products from Oklahoma City, Okla. 711 
points in New Mexico; No. 7198, © 4 , 

Chicago Great Western R. R. Co. e: : Fis 
burg vs. Belt Ry. Co. of Chicago e b. No 


Albert Lea Hide and Fur Co. vs. Be’ %3 zo et al 
No. 7714 (Sub. No. 2). Adler & Ober é Topeka 
& Santa Fe Ry. Co. et.al.; No. 7714 (& } ; aries Friend 


& Co. vs. Atchison, Topeka & Santi Co. et al.; No. 
7714 .(Sub. No. 4), Bolles & Rogers vs. Atchison, Topeka & 
Santa Fe Ry. Co. et al.; No. 7714 (Sub. No. 5), Isaac Weil & 
Sons vs. Belt Ry. Co. of Chicago et al.: No. 7714 (Sub. No. 6), 
John Miller & Co. vs. Belt Ry. Co. of Chicago et al.; No. 8419, 
Rath Packing Co. vs. Illinois Central R. R. Co. et al.; No. 8507, 
Swift & Co. vs. St: Louis & San Francisco R. R. Co. et_al.;No. 
po ge Swift & Co. vs. Atchison, Topeka & Santa Fe Ry. Co. 
et al. ane st : 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau. 







in aed danatuaant we snail answer prey pene casei 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
vately written answers to their inquiries by the payment of a 
small fee. 
Address Legal Department, The Traffic Service Suceam, 
Colorado Building, Washington, D. D. C. 


Arrival Notice by by Frannie: 
illinois —Question: “A switching road operating under 
national car demurrage rules, handles over its team 
tracks during! a period of several weeks about 100 cars 
of paving material for a contractor to whom notice of 
arrival is made by telephone only, there being no written 
agreement as to such method of notification. Written 
notice was not given because either the contractor him- 
self or ‘his teamsters were at the team track daily and 
were fully aware of cars being ready for delivery as soon 
as they were placed. Consignee was unable to unload 
many of these cars within the prescribed free time, due 
to conditions outside those included in exemptions of 
tariff, but he now claims that the carrier’s fail- 
ure to send him written notification should warrant 
cancellations of entire accrued demurrage. The traffic 
was all intrastate and in some cases, out of five or more 
cars upon track, consignee would unload one or two, 
allowing the others to remain over free time. Would not 
this evidence, supported by affidavit of railroad employes, 
that consignee was aware of arrivals warrant a demand 
upon him for payment of this penalty, regardless of the 
technical omission as to written notification?” 

Answer: It would seem that a strict construction of 
rule 4, section A of the Uniform Demurrage Code, would 
require that notice of car arrival, to be legal, must be 
in writing, and must contain all of the items of informa- 
tion specified in that rule. However, the Interstate Com- 
merce Commission has construed this rule more liberally 
and held in the case of Weakley & Wormen Co. vs. C., H. 
& D. Ry. Co., Unrep. Op. 1899, on the complainant’s 
allegation that the only notice received was by telephone, 
that “upon all the facts of record we find that the de- 
murrage charges assailed are not shown to have been 
unlawfully assessed.” 

In the case of Thomas Fitzgerald Co. vs. B. R. & P. 
Ry. Co., Unrep. Op. 1985, complainant was engaged in 
performing a paving construction contract, and received 
approximately 300 cars of brick; cement, curbing, tools, 
etc. There was no dispute as to the date of arrival, 
placement or release of the cars, and the charges impqsed 
were conceded to be correct for the respective periods 
of detention for which they were computed. The only 
question was wh-*" complainant had sufficient notice 

= 1 that no specific notice of arrival 

2 cars. The carrier’s agent per- 

mplainant from time to time of 

ul he + eat and brick, stating usually the 

mber of cars, but not the car number and initials and 
similar data. He would also personally point out to the 
complainant the older cars standing on the tracks in 
order that they might be released first. Complainant 
admitted general knowledge of the arrival of various cars 
and that at times it had as many as 30 or more cars 
awaiting unloading; also that the agent made repeated 
requests to have such cars unloaded and released, 
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The ‘Commission specifically held that “under all of 
these circumstances, we find that complainant was in- 


' formed of the arrival and placement of cars and that the 


demurrage charges assailed were not unreasonable, or 
improperly assessed.” 
+ * a “ 


Ownership F. O. B. Shipments. 


Pennsylvania.—Question: “We made shipment Oct. 1, 
1915, which was lost in transit. Customers request re- 
placement. Our price was f. o. b. customers’ works. Price 
of the commodity from the time shipment was first made 
until word received from customers requesting replace- 
ment, advanced from 50 cents to $3 per pound. The rail- 
road companies, we understand, are only liable for the 
billed price at the time of shipment, and thac in quoting 
customers f. o. b. their works, we will be obliged to re- 
place and stand the difference. Owing to the abnormal 
conditions at the present time our sales department have 
inquired if they can be held responsible when quoting 
f. o. b. customers’ works, and state in quotation: ‘Freight 
allowed to destination,’ on face of invoice, could we be 
held for replacement later on, at original quotation, in 
case shipment was lost, or would our responsibility cease 
when goods are delivered to the initial carrier? May 
we ask you to kindly advise through the legal columns 
of The Traffic World what method we should take in 
quoting customers, so as to overcome a similar condition 
as named above?” 

Answer: Section 3, paragraph 2 of the Uniform Bill 
of Lading, since the enactment of the Cummins amend- 
ment, provides that “the amount of any loss or damage 
for which any carrier is liable,.shall be computed on the 
basis of the value of the property at the place and time 
of shipment;” that is, the shipping point. The stipulation 
in the invoice, “f. o. b. destination,” is legally construed 
to mean that the risk of the safe transportation of the 
goods is upon the consignor, and that the title thereto 
rémains in the seller until the transportation is at an 
end (see our answer to “California,” published on page 
488 of the March 4, 1916, issue of The Traffic World). 

In other words, a shipper of a “f. o. b destination” 
shipment covenants with the carrier that the value at 
shipping point shall be the measure of the loss, and 
covenants with the consignee that the value at destina- 
tion point shall be the basis of determining the loss. By 
so doing the seller assumes the responsibility of all ad- 
vances in the market price while the shipment is in 
transit. To overcome this, sales should be made f. o. b. 
point of shipment, and goods consigned “straight” to the 
buyer. By following this method, the seller’s liability 
ends with the delivery of the shipment in good order to 
the initial carrier. 

* 5 s 


Shipping via Available Route. 


Minnesota.—Question: “Will you kindly advise through 
your legal department whether shipments can be made 
via an intrastate route much longer in mileage and time 
but cheaper in rate in preference to an interstate route 
shorter in time and mileage but higher in rate? In Min- 
nesota the Chasman law rates make it possible to ship 
goods via roundabout routes which are wholly within 
the state, but which are seldom used in the ordinary 
movement of traffic. Even though the route all state ig 
more circuitous, the rate is lower than via a direct route 
to the same destinations via interstate route. Conference 
ruling 91 in Bulletin 6 would seem to cover the point, 
where the longer though cheaper route was unreasonably 








- 
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long, but how much difference can there be between the 
two routes and yet be reasonable? Would you consider 
ten per cent a reasonable difference?” 

Answer: The Interstate Commerce Commission gen- 
erally holds that unrouted traffic must be forwarded by 
the cheapest available route. American Agricultural Chem- 
ical Co. vs. B. & A. R. R. Co., 28 I. C. C., 398 (see Traffic 
World, Nov. 22, 1913, page 949). But, as was said by 
the Commission in the case of Goodman Mfg. Co. vs. Pa. 
R. R. Co. et al., 26 I. C. C., 423 (see Traffic World, April 
5, 1913, page 761), “no obligation rests upon the carrier 
to hunt up unnatural connection or practically unknown 
gateways, in order to determine the lowest possible com- 
bination for a given shipment, but the Commission can- 
not, with due regard for the rights of the shipping public, 
relieve carriers of the duty of reasonable investigation 
of recognized practicable routes in connection with a 
designated delivering line.” On the other hand, the 
Commission has never laid down any hard and fast rule 
by which it may determine the reasonable route and 
lowest combination in conjunction with other recognized 
available and practicable routes. What is a reasonable 
rate is a question of fact and determined almost wholly 
by the circumstances and conditions governing each case. 
Distance is an important element in determining whether 
routings are or would be satisfactory, and in the case of 
United States vs. Nor. Pac. R. R. Co., 28 I. C. C., 518 (see 
Traffic World, Dec. 20, 1913, page 1136), where the com- 
plainant desired the defendant to establish certain 
through routes, which would result in shorter routes by 
less than ten per cent over the existing routes, the Com- 
mission dismissed the complaint on the ground that no 
necessity was shown for the proposed shorter route. 

If the shipment in question moved by a route wholly 
within the state of Minnesota, the so-called Cashman law 
would govern, and the rulings of the Minnesota railroad 
and warehouse commissioners regarding the reasonable- 
ness of a particular route would be binding, even though 
an interstate route existed which was shorter in distance 
and time. If the shipment actually moved over the inter- 
state route, which was shorter in distance and time, but 
higher in rate, from and to points in Minnesota, the 
Interstate Commerce Commission would have jurisdiction 
over it, in accordance with the case of Lathrop Lumber 
Co. vs. A. G. & S. R. R. Co. et al., 27 I. C. C., 250 (see 
Traffic World, June 28, 1913, page 1382), and would de- 
termine the reasonableness and availability of the intra- 
state route in question, by the same rules that it invokes 
in determining the cheapest available route in any inter- 
state shipment. 

BS * co 
Reweighing Carload Freight. 

Ohio.—Question: “We would be pleased if you will 
kindly cite briefly what is legally necessary to prove 
the reasonableness or unreasonableness of scale weights. 
A shipment of sand loaded on line A and weighed by 
them as follows: Gross, 162,300; tare, 41,500; net, 120,800. 
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This is a 100,000 capacity car. Car delivered to line B 
for forwarding over their rails. They also weighed car, 
resulting as follows: Gross, 137,600; tare, 41,500; net, 
96,100. The shippers have invoiced us on the line A 
weight, claiming that the scales are accurate and have 
been properly tested. Line B scales work automatically 
and they claim their weight is correct. Kindly advise us 
what action can be taken in order to procure proper 
scale weights under the circumstances, or on what weight 
legally are we bound to pay; in other words, what is 
legally correct? 

“We also’loaded on line B 18 cars of sand; capacity 
weights of these cars are 100,000 pounds. Line B weighed 
cars and found them to weigh 30 to 60,000 pounds over 
the capacity. Our contention is that it is inequitable to 
load 40 or 60,000 pounds over capacity. We claim their 
weights are unreasonable, although we have no way of 
telling, only to accept their weights. Kindly advise what 
action under the circumstances we should pursue in order 
to get the proper scale weight of the cars in question. 
Is not the railroad company in duty bound to see that 
their scales are properly tested?” 

Answer: In re Weighing of Freight by Carriers, 28 
I. C. C., 7 (see Traffic World, Aug. 9, 1913, page 289), the 
Commission has established certain rules for determining 
the accuracy of weights and computing the charges 
thereon. In part they are briefly stated, that freight 
should ordinarily be weighed within 50 miles of the point 
of origin; that carriers are not required to accept weight 
ascertained on private scales; that the shipper has the 
right to demand a reweighing; that a tolerance of 500 
pounds should be allowed in reweighing, and that if the 
ordinary weight was improper, shipper ought not to be 
required to pay for reweighing. Following this decision, 
the American Railway Association adopted a code of rules 
governing the weighing and reweighing of carload freight, 
which were approved by the National Industrial Traffic 
League, and indorsed by the Interstate Commerce Com- 
mission. Rule 8, section B, provides that if the difference 
between ordinary net weight and the reweighing weight 
exceeds the tolerance, a third weighing, if practicable, 
should be made, and the lower of the second or third 
weight should be used. Section D provides that the con- 
signor or consignee shall be permitted to show the actual 
weight by means of the shipper’s authenticated invoice 
or by weighing the entire load on platform scales, weigh- 
ing to be performed under supervision of the carriers. 

Many shippers are now operating under weight agree- 
ments with the carriers, as provided in rule 19 of said 
code. In such instances the shipper’s weights of property 
are accepted and applied in the manner therein pre- 
scribed. Whenever a consignee is of the opinion that the 
stipulated weights of either carrier at point of origin, or 
of the consignor, as indicated in his invoice, is inaccurate, 
he should demand a reweighing of the same at destination 
point, as provided in rule 5, section C, subject to charges 
therefor as provided in rule 9. 











Docket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


March 20—New York, N. Y.—Examiner Gibson: 


8111—International ‘Salt Co. of New York vs. Seaboard Air 
Line Ry. et al. 
8422—Trexler Lumber Co. vs. Sou. Ry. Co. et al, 


R. Co. et al. 
R. Co. et al. 


8425—International Paper Co. vs. Me. Cent. R 
8547—International Paper Co. vs. Me. Cent. R 


March 20—Detroit, Mich.—Examiner Wood: 
8314—Hudson Motor Car Co. vs. Michigan Central et al. 
8551—Hudson Motor Car Co. vs. Grand Trunk of Canada et al. 


March 20—Columbus, Ga.—Examiner Fleming: 
6445—Julius Friedlander & Co. vs. Cent. of Ga. Ry. et al. 
a Hardware Co. vs. Detroit & Cleveland, Nav. Co. 
e 








March 18, 1916 






March 20—Dubuque, Ia.—Examiner Money: 

. & S. 764—Lumber to Montana points. 
saan 21—Saginaw, Mich.—Examiner W'ood: 

8481—Smith-Connor Hay and Grain Co. vs. A. C. L. et al. 


March 21—New York, N. Y.—Examiner Gibson: 

8334—Barrett Mfg. ‘Co. vs. A. Poe & S: F. Ry. Co. et al. 
8385—Sidney W. May vs. N. Central R. R. Co. et al. 
8412—Continental Paper Bag Go vs. L. % N. BR. R. Co. et al. 
852i—Central Foundry Co. vs. Sou. Ry. Co. et al. 


March 22—New York, N. Y.—Examiner Gibson: 
7416—American Radiator Co. vs. L. V. R. R. Co. 
8540—Carlowitz & Co. vs. Can. , <3 Co. et al. 

8583—L. E. Ransom Co. vs. N. Y. & H. R. R. Co. et al. 
$604—Sanders & Barnett vs. L. V. Ni -s Co. 
March 22—Jackson, Mich.—Examiner Wood: 
en" ina Chamber of Commerce vs. New York Central 
et al. 

8185—Ruby Mfg. Co. vs. 
tonio et al. 

8566—S. M. Isbell vs. Cincinnati Northern et al. 

March 22—Phoenix, Ariz.—Examiner Watkins: 
4981—Pacific Creamery Co. vs. Sou. Pac. Co. et al. 
a Corporation Commission vs. A. T. & S. F. Ry. 

o. et al. , 


March 22—Chicago, Ill.—Examiner Money: 
4944—Lang & Ouberson et al. vs. Ill. Cent. R. R. Co. et al. 
a Melon and Produce Co. vs. A. T. & S. F. Ry. 
et al. 
8420—Chicago Creosoting Co. vs. C. & E. I. R. R. Co. et al. 
March 22—Chicago, Ill—Commissioner Harlan: 
3464—State of Iowa et al. vs. C. St. P. M. & O. et al. 
3465—State of Iowa et al. vs. N. Y. C. & H. R. et al. 
8477—Board of R. R. Commissioners of the State of Iowa vs. 
Ann Arbor R. R. et al. 


March 23—Phoenix, Ariz.—Examiner Watkins: 
8394—Imperial Valley Oil and Cotton Co. vs. Gulf, Coloracu 
& Santa Fe Ry. Co. et al. 
s409—J. J. Tatum vs. A. T. & S. F. Ry. Co. et al. 


March 23—Chicago, IJ].—Examiner Money: 
8443—Condon Bros. vs. C. & N. W. Ry. Co. et al. 
8446—Parlin & Orendorff Co. vs. Sou. Pac. Co. et al. 
8462—Armour Grain Co. vs. Mich. Cent. R. R. Co. et al. 


March 23—Tampa, Fla.—Examiner Fleming: 
ae & Wall Co. vs. Merchants’ and Miners’ Trans. 
‘o. et al. 
8576—Gulf Atlantic Steamship Co. vs. A. C. Line Ry. 
March 24—Benton Harbor, Mich.—Examiner Wood: 
8393—Benton Harbor Malleable Foundry Co. vs. C. C. C. & 
St: L. et al. 
March 24—Hartford, Conn.—Examiner Brown: 
8549—J. B. Williams Co. vs. Hartford & New York Trans- 
portation Co, et al. 
March 24—Chicago, Ill—Examiner Marshall: 
8561—D. Scully Syrup Co. et al. vs. Alabama Great Southern 
et al. 
March 24—Chicago, Ill—Examiner Money: 
8475—Worden-Allen Co. vs. C. M. & St. P. Ry. Co. et al. 
8485—Beekman-Dawson Co. vs. C. Gt. West. R. R. Co. et al. 
8492—Standard Oil Co. vs. C. M. & St. P. Ry. Co. et al. 
8509—S, Obermeyer Co. vs. P. R. R. Co. et al. 
March 25—Freeport, Ill.—Examiner Wood: 
8466—B. F. Hill Grain Co. vs. Illinois Central et al. 
March 25—W'orcester, Mass.—Examiner Brown: 
7920—Norcross Bros. Co. vs. Rutland R. R. Co. et al. 


March 27—Boston, Mass.—Examiner Brown: 
1. & S. 749—Rates on furniture from Massachusetts points. 
8534—John P. Squire & Co. vs. Atlantic Sou. R. R. Co. et al. 
8578—Richard Mayer Co. vs. Sou. Ry. Co. et al. 


March 27—San Antonio, Tex.—Examiner Watkins: 
1, & S. 784—Fruits and vegetables from Texas points. e 


March 27—Chicago, Ill.—Examiner Marshall: 
8537—Illinois Coal Operator Assn. et al. vs. 
oa Co. et al. 
. & S. 604—Official Classification Ratings, assigned for hear- 
a solely upon the question of their reasonableness and the 
propriety of the increased ratings on old wooden beer con- 
tainers permitted to become effective in the Commission 
report of Dec. 14, 1915. 
March 27—Janesville, Wis.—Examiner W'ood: 
8413—Blodgett Milling Co. vs. C. & N. W. Ry. Co. 
March 27—Chicago, Ill—Examiner Money: 
$543—Wisconsin Granite Co. vs. C. & N. W. Ry. Co. et al. 
8587—Marsh & Truman Lumber Co. vs, L. & N. R. R. Co. 
et al. 
8590—W'ells-Higman Co. vs. C. B. & Q.-R. R. Co. et al. 
8591—Bagdad Land and Lumber Co. vs. Grand Rapids & Ind. 
Ry. et al. 
March 27—Minneapolis, Minn.—Examiner Gerry: 
i; ae Consolidated Milling Co. et al. vs. C. R. 
& FP. Ry. Co. 
920e Northwestern Consolidated Milling Co. et al. vs. C. M. 
& St. P. Ry: Co. et al. 
8476—Washburn-Crosby Co. vs. C. R. I. & P. Ry. Co. 
March 27—New Orleans, La.—Examiner Fleming: 
8390—American Box Co., Ltd., vs. Morgan’s L. & T. R. R. & 


S. S. Co. et al. 
8449—Raymond B. Scudder vs. Morgan’s L. & T. R. R. & 
S. S. Co. et al. 
8482—Phil. I. Adams vs. Illinois Central R. R. Co. et al. 
March 27—Jacksonville, Fla.—Commissioner Harlan: 


8532—R. R. Commissioners of the State of Florida vs. Florida 
East Coast R. R. 


Galveston, Harrisburg & San An- 


Bs SS. F, 
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March 27—New York, N. Y.—Examiner La Roe: 
1. & S. 790—New England plaster rates. 
* ba B. King & Co. vs. Staten Island Rapid Transit Co. 
et al. ; 


March 28—Washington, D, C.—Examiner Bissell: 

* 8565—Big Sandy & Cumberland R. R. 

* a se & Rye Valley Ry. Co. and Virginian Southern 
» Be Le. 

March 28—Milwaukee, Wis.—Examiner Wood: 

* 1, & S, 80i—Vehicles to Milwaukee, Wis. 


8539—-Newton Engineering Co. vs. C. M. & St. P. Ry. Co. 
8580—Rundle Mfg. Co. vs. C. M. & St. P. Ry. Co. 


March 28—Chicago, Ill—Examiner Money: 
8600—Clinton Bridge Works Co. vs. C. & N. W. Ry. Co. et al. 
8602—Obion Hardware Co, vs. N. Y. C. R. R. Co. et al. 
8533—Cudahy Packing Co. vs. A. T. & S. F. Ry. Co. 
8499—Swift & Co. vs. L. V. R. R. Co. et al. 
—s Canadian Co, vs. Grand Trunk Ry. of Canada 
et al. 


March 29—Manchester, N. H.—Examiner Brown: 
8069—J. C. Furness Co. vs. American Express Co. 


March 29—Houston, Tex.—Examiner Watkins: 
|. & S. 769—Rates on rice from Texas and Louisiana points. 
8519—Lutcher & Moore Lumber Co. et al. vs. Texas & N. O. 
R. BE. Co. et. al. 
March 29—Jackson, Miss.—Examiner Fleming: 
gleams Goodwin Lumber Co. vs. Illinois Central R. R. 


0. 
8542—R. H. Green et al. vs. Alabama & iepeninietid Ry. Co. 


March 29—Chicago, Ill.—Examiner Money 
8389—Wilder-Strong Implement.Co. vs. * St, Louis S. W. of 
Texas et al. 


March 30—Sheboygan, Wis.—Examiner W'ood: 
8524—Phoenix Chair Co. vs. C. & N. W. Ry. Co. et al. 
March 30—Washington, D, C.—Examiner Bissell: 
* |. & S. 796—Illinois passenger fares. 
——— 30—North Adams, Mass.—Examiner Brown: 
. & S. 748—Dyes from New Yoru, N.. ¥. 


2 30—Houston, Tex.—Examiner Watkins: 
7653—Union Lumber Co. vs. Gulf, Colo. & Santa Fe. 


March 30—Sioux City, Ia.—Examiner Gerry: 
8426—Sioux City Live Stock Exchange vs. C. M. & St. P. 
Ry. et al. 
March 31—Syracuse, N. Y.—Examiner Brown: 
af > 759—Cancellation of joint rates via Unadilla Valley 
y.. Co. 
sane 31—Milwaukee, Wis.—Examiner Marshall: 
& S. 781—Kensington, Ill., terminal regulations. 
a6/—Burlington Sand and Gravel Co. vs. C. M, & St. P. Ry. 
o, eta 


April 1—Green Bay, Wis.—Examiner Wood: 
8360—Diamond Lumber Co. vs. C. M. & St. P. Ry. Co. 


April 1—Omaha, Neb.—Examiner Gerry: 
6688—Omaha Grain Exchange vs. C. & A. R. R. Co. et al. 
question of reparation). 
April 1—Waco, Tex.—Examiner Watkins: 
ar’ 3° es Cameron & Co. et al. vs. 
et al. 


April 1—Meridian, Miss.—Examiner Fleming: 
~~ S 7 Hedges vs. Alabama, Tennessee & Northern R. R. 
Oo. eta 
April 3—Escanaba, Mich.—Examiner W'ood: 
8286—Northwestern Cooperage and Lumber Co. vs. M. St. P. 
& 8. Ss. M. Ry. Co. et al. 
April 3—Buffalo, N. Y.—Examiner Brown: 
8340—A. T. Haught and A. J. Keating, assignees of the Blue 
Grass Lumber Co. vs, Ore.-W'ash. R. R. & Nav. Co. 


April 3—Columbus, O.—Examiner Gerry: 
ao Salt Assn. Co. et al. vs. Hocking Valley Ry. 
o. et al. ‘ 
6749—Cruikshank & Robinson vs. P. R. R. Co. et al. 
April 3—Sheboygan, Wis.—Examiner Marshall: 
wee Reiss Coal Co. vs. Chicago Great Western Ry. Co. 
et a . 
sa Reiss Coal Co. vs. Chicago Great Western Ry. Co. 
et al, 
April 3—Texarkana, Ark.—Examiner Watkins: 
|. & S. 762—Rates on brick from Hope, Ark. 
ae a ~ae Lumber and Creosoting Co. vs. Texarkana & 
y 
a 2 tartans Freight Bureau vs. St. L. I. M. & Sou. Ry. 
et a 


April 3—Montgomery, Ala.—Examiner Fleming: 
8432—Montgomery Cotton Exchange vs. L. & N. R. R. Co. 
8582—Dreyfus Bros, vs. L. & N. R.-R. Co. et al. 

April 4—Oshkosh, Wis.—Examiner Dow: 

* 8511—Wisconsin Freight Relief Assn. et al. vs. C. & N. W. 

Ry. Co. et al. 

April 4—Jamestown, N. Y.—Examiner Brown: 

8493—-Manufacturers’ Assn. of Jamestown, 
R. R. et al. 

April 5—Tuscaloosa, Ala.—Examiner Fleming 

—_ ee & Hason vs. Alabama Great Southern R, R. 
‘0 

“egy 5—Argument at Washington, D. C.: 

. & S. 724—Rates on coal and coke from Bon Air, Tenn., and 
| other points. 
. & S. 735—Rates on sand from Indiana stations. 

pa 5—Wausau, Wis.—Examiner Wood: 

8465—Healy & Towle vs. C. & N. W. Ry. et al. 


(on 


Abilene Sou. Ry. Co. 


N.Y. vs. Drie 
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April 5—Akron, O.—Examiner Gerry: 
$452—Robinson Clay Product Co. vs. P. R. R. Co. et al. 
a. 4 ma a Canton & Youngstown Ry. vs. B. & O. R. R. 
0, et al. 


’ April 5—South Bend, Ind.—Examiner Marshall: 


Fourth Section Application No, 10215—Eugene Morris, agent. 
Fourth Section Application No. 1604—C, BH. Fulton, agent. 

April 6—Argument at Washington, D. C.: 

* 1, & S. 11—Division of joint rates between Louisiana and Pine 
Bluff Ry., Monroe & Texas R. R., Pine Bluff & Nor., and 
various other carriers. 

* |, & S.-755—Indiana and Illinois coal. 


April 6—Pittsburgh, Pa.—Examiner Brown: 

ene Lumber Co. vs. New Orleans & N. E. R. R. 
Yo. et al, 

8447—Terhune Lumber Co. vs. Sou. Ry. Co. in Miss. et al. 

8514—Dunn Levy Packing Co. vs. Pa. Co. 

oe Co. vs. St. Louis & S. F. & Tex. R. R. 
o. et al. 

8586—Gulf Refining Co. of La. vs. L. & N. R. R. Co. et al. 


April 6—Birmingham, Ala.—Examiner Fleming: 
8495—Standard Lumber Co. vs. N. O. & N. E. R. R. Co. et al. 
8501—Connors-Weyman Steel Co. vs. L. & N. R. R. Co. et al. 


April 7—Argument at Washington, D. C.: 

* 6210—In the matter of rates on iron ore in carloads from 
Lake Erie points to points in Ohio, West Virginia and 
Pennsylvania. 

* 6026—W heeling Steel and Iron Co. vs. Pennsylvania Co. et al. 

* 6027—Pittsburgh Steel Co. vs. L. S. & M. S. Ry. Co. et al. 


April 7—La Crosse, Wis.—Examiner Wood: 
$526—L. Natterschon & Co. et al. vs. C. M. & St. P. Ry. Co. 
8592—La Crosse Shippers’ Assn. vs. C. B. & Q. R. R. Co. et al. 
8593—La Crosse Shippers’ Assn. vs. C, B. & Q. R. R. Co. et al. 
8594—La Crosse Shippers’ Assn. vs. C. & N. W. Ry. et al. 


April 7—Cullman, Ala.—Examiner Fleming: 
8392—Cullman Commercial Club vs. L. & N. R. R. Co. 


April 8—Argument at Washington, D. C.: 

* |, & S. 740—Rates on coal to Missouri stations. 

* 1. & S. 746—Rates on manure from Jersey City, N. J. 

* a eee Creek R. R. Co. vs. Ann Arbor R. R. Co. 
et al. 


April 8—Chattanooga, Tenn.—Examiner Fleming: 
a Ice and Coa] Corporation vs. C. N. 0. & T. P. 
et al. 
8241— Walsh & Widner Boiler Co. vs. Alabama Great South- 
ern R. R. Co. et al. 
8405—Chattanooga Sewer Pipe & Fire Brick Co. vs. Alabama 
Great Southern R. R. Co. et al. 
April 10—Washington, D. C.—Examiner Satterfield: 
ar WP P. Blackburn & Co. et al. vs. Ann Arbor R. R. Co. 
et al. 


April 10—Minneapolis, Minn.—Examiner Wood: 
eee Co. vs. Illinois Central R. R. Co. 
et al. 
8308—Itasca Lumber Co. vs. Great Northern R. R. Co. 
8416—Northrup-King & Co. vs. C. & N. W. Ry. Co. et al. 


April 10—Nashville, Tenn.—Examiner Fleming: 
8508—Southern Lumber and Manufacturing Co. vs. Tennessee 
Ry. Co. et al. 
April 11—Milwaukee, Wis.—Examiner Dow: 
* ge Advancement Assn. et al. vs. Ann Arbor R. 
R. Co. et al. 


April 11—Memphis, Tenn.—Examiner Fleming: 
6593—-Stevens Grocery Co. et al. vs. St. Louis, Iron Mountain 
& Southern Ry. Co. et al. 
1. & S. 778—Rates on lumber from Mississippi. 


April 12—Memphis, Tenn.—Examiner Fleming: 
8535—Lamb-Fish Lumber Co. vs. Y. & M. V. et al. 
ser AE a ae Freight Bureau for Weis & Lesh Mfg. Co. vs. 
A. V. et al. 


April 12—Duluth, Minn.—Examiner W’'ood: 
8450—Duluth Log Co. vs. Northern Pacific Ry. Co. 
8473—Duluth Log Co. vs. M. St. P. & S. S. M. Ry. Co. 
8541—Duluth Log Co. vs. M. St. P. & S 3. M. Ry. Co. et al. 


April 12—Duluth, Minn.—Examiner W'ood: 
8486—Kelley-How-Thomson Co. vs. Northern Pacific Ry. Co. 


April 13—La Crosse, Wis.—Examiner Dow: 
* 8525—La Crosse Shippers’ Assn, vs. Ann Arbor R. R. Co. et al. 
April 14—Hearing at Cairo, Ill: 
a et I. Moore vs. St. Louis & San Francisco R. R. Co. 
et al. 
April 14—Cairo, Il1l.—Examiner Fleming: 
1, & S. 770—Forest products from Arkansas points. 
April 14—Cairo, Ill—Examiner Fleming: 
* 6955—G. I. Moore vs. St. L. & S. F. R. R. Co. et al. 


April 15—Devil’s Lake, N. D.—Examiner Wood: 
— J. Dean vs. Oregon-Washington R. R. & Nav. Co. 
et al. 


April 17—Washington, D. C.—Examiner Burnside: 
|. & S. 490—Lumber transit privileges at Buffalo, N. Y. 
ee Lumber Exchange et al. vs. Alabama Central 
y. et al. 
April 17—Louisville, Ky.—Examiner Fleming: 
* ye ey Albany Box and Basket Co. vs. Ill, Cent. R. R. 
0. et al. 
* 8463—N. L. Curry Grocery Co. vs. Sou. Ry. et al 
April 18—Helena, Mont.—Examiner Wood: 
ad 2 eaaears T. Perry & Co. vs. Arizona Eastern Ry. Co. 
et al. 
8178—Davidson Grocery Co, et al. vs. Butte Anaconda & Pa- 
cific Ry. Co. et al. 
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er. Hy ae esas Co. et al. vs. Butte, Anaconda & Pacific Ry. 
. et al. 

8404—Lindsay Commission Co. vs. Northern Pacific Ry. Co. 
April 19—Argument at Washington, D. C.: 
* 4906—In the matter of private cars, 


April 20—Butte, Mont.—Examiner Wood: 
8380—Butte Wholesale Grocery Co. et al. vs. Butte, Anaconda 
& ‘Pacific Ry. Co. et al. 


April 30—Columbus, O.—Examiner Gerry: 
a: Ys a Domestic Coal Co. vs. Kanawha & Mich. Ry. 
‘o. et al, 
6749—Cruikshank & Robinson vs. P. R. R. Co. et al. 


May 9—Seattle, Wash.—Examiner La Roe: 

* 8571—Public Service Commission of Washington vs. A. & V. 
Ry. Co. et al. 

* 8140—Transportation Bureau of the New Seattle Chamber of 
Commerce vs. Great Northern Ry. Co. et al. 


DIGEST OF NEW COMPLAINTS 


ms, 7 sens Paper Co., Chester, Pa., vs. Atlantic City R. R. 
o. et al. 

Unjust and discriminatory rates on toilet paper from Ches- 
ter, Pa., to Hammonton, N. J. Ask for a cease and desist 
order and the establishment of maxima rates and reparation. 

No, 8699. Walter K. Woolman, Clarence S. Woolman and Lucy 
K. Woolman, partners trading as S. C. W'oolman & Co., Phila- 
delphia, vs. C. R. R. of N. J. et al. 

Unjust and umreasonable charges on shipments of baled 
ner from McGregor, Mich., to Newark, N. J. Ask for repa- 
ration. 

No. 8701. Haeger Brick and Tile Co., Elgin and Dundee, IIL, 
vs. C. & N. W. Ry. Co. et al. 

Unjust, unreasonable and discriminatory rates on carload 
shipments of drain tile from Gilbert’s Ill., to destinations in 
Wisconsin. Asks for rates to destinations on the C. & N. W. 
and the Mineral Point & Northern and the C. St. P. M. & 
O. in Wisconsin, which would be 1 cent per 100 pounds less 
than the rate concurrently in effect from Kankakee, St. 
$2308  ueweieras and Woodland, Ill., also for reparation of 

No. 8702. The Powell-Myers Lumber Co., South Bend, Ind., vs. 
St. L. I. M. & Sou. et al. 

Unjust and unreasonable charges on shipments of oak lum- 
ber from Moark, Ark., to Thebes, Ill, due to alleged mis- 
routing. Reparation asked for. 

No. 8703. Abel & Roberts Lincoln, Neb., vs. Mo. Pac. and 
Union Pac. 

Against a rate of 11 cents per 100 pounds on carload ship- 
ments of chatts from Webb City, Mo., to Beatrice, Neb. 
Asks for'the application of an 8 cent rate and reparation, 

No. 8703, Sub. No. 1. Abel & Roberts, Lincoln, Neb. vs. Mo. 
Pac. and C. B. & Q. 

Same as above with reference to shipments from Webb City 
to Beatrice. Reparation asked for. 

No. 8704. Union Hay Co., Minneapolis, Minn., vs. C. St. P. 
M. & O. R. R. Co. et al. 

Unjust and unreasonable charges on shipment of hay from 
Augusta, Wis., to Elroy, Wis., reconsigned at Lincoln, IIl., to 
suit the convenience of the carrier. Reparation asked for. 

No. 8705. Swift & Co., Chicago, Ill., vs. The Arkansas & Gulf 
R. R. Co. et.al. 

Against rules contained, in Illinois Freight, Western Trunk 
Line, Trans-Missouri and Southwestern territories tariffs on 
‘“‘Restricted Articles and Iced Packages,’ which “reserve the 
right to refuse any such shipment of highly perishable 
freight’? as applied to L. C. L. shipments of dressed veal, 
hearts, livers, kidneys, brains, sweetbreads, beef loins, pork 
loins, trimmings and fish, as unjust, unreasonable, unjustly 
discriminatory and unduly prejudicial. Ask for cease and de- 
sist order and the prescribing of just and reasonable rules 
for the future. 

No. . _ W. Gersch, South Swansea, Mass., vs. N. Y. 

Unjust and unreasonable round trip fares from Providence, 
R. I., to Touisset, South Swansea and Fall River, and dis- 
criminatory as compared with rates from Providence to points 
in R. L, for approximately similar distances. Asks for the 
establishment of just and reasonable rates. 

No. 8707. South Mississippi Dairymen’s Assn., Wesson and 
other points in Mississippi, vs. Illinois Central R. R. Co. 

Unjust and unduly preferential rates on cream and milk 
from Brookhaven, Wesson, Beauregard, Hazelhurst and Crys- 
tal Springs, Miss., to New Orleans, in favor of competitors at 
Centerville, Gloster, Hermanville, and other stations on the 
line of the Y. & M. V. Asks for the establishment of just 
and reasonable maxima rates and reparation. 

No. 8708. H. Friedman, as the Union Mattress Co. of Sioux 
City, Ia., vs. C. & N. W. Ry. Co. et al. 

Unjust and unreasonable rates on shipment of cotton mat- 
tress stock from Chickasha, Okla., to Sioux City. Asks for 
rate not to exceed 95 cents and reparation. 

No. 8709. Inland Navigation Co., St. Louis, Mo., vs. Wabash 
Ry. Co. et al. 

Asks for the establishmefit of through routes and joint 
rates with the carriers named via the ports of St. Louis, East 
Louis and Joppa, to Memphis, Tenn., Greenville, Miss., and 
New Orleans, La., and for the establishment of reasonable 
and proper facilities for the interchange of traffic. 

No. 8710. The Northwestern Terra Cotta Co. et al., Chicago, 
Ill., vs. Adirondack & St. Lawrence R. R. Co. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial rates on shipments of terra cotta, L. C. L., in 
Official Classification territory. Ask for cease and desist 
order, the establishment of maxima rates on shipments of 
terra cotta for building purposes when shipped in lots of 
10,000 pounds or over, and*in C. L. lots, minimum weight 
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30,000 Pounds, from “Terra Cotta, Ill., St. Louis, Mo., Chicago, 
Ill., amé- Indianapolis, Ind., to points in C. F. A. and Trunk 
Line territory and ‘Canada; also for reparation. 

No. .8711.*.Crossett Lumber Co. (Inc.), Little Rock, Ark., vs. 
Arkansas & Louisiana Midland Ry. Co. et al. ' 

Unjust and unreasonable rates on yellow pine silos, K. D., 
from Crossett, Ark., to points in Mississippi and Georgia. 
Ask for the establishment of maxima rates and reparation. 

No. 8714. Swift & Co., Chicago, vs. New York, New Haven & 
Hartford R. R. Co. et al. 

Against tariff rules and regulations in effect since Septem- 
ber 12, 1914, whereby complainant is forced to pay costs of 
loading and unloading in New York Harbor as unjust and un- 
reasonable and unduly discriminatory in that they perform 
without additional charge in connection with unperishable 
freight. Cease and desist order asked for and the establish- 
ment of rules, regulations and practices respecting imported 
fresh meats loaded by shipper on cars or car floats at the 
port of New York or for a reasonable allowance to the ship- 
per when the latter performs the service, also for reparation 
of $10,000 or such other amount* as the Commission shall 
deem complainant entitled to. 


SUSPENDED TARIFFS 








THE TRAFFIC SERVICE.NEWS BUREAU, 
Colorado Building, Washington, D. C. 


March 10, in I. and S. No. 746, the Commission further sus- 
pended from March 24 until September 24, the following tariffs: 
Erie R. R. Co. (Lines Buffalo, Salamanca, N. Y., and East) 
i & €. Ne. ie N.Y. NB Ae Eg. EO. LC. Cc. Re 
F1743. The suspended tariffs increase rates on manure from 
New York, N Y., Jersey City and Newark, N. J., to certain 
points in New England. They were suspended originally from 
November 25 and December 10. 

March 10, in I. and S. No. 747, the Commission further sus- 
pended from March 30 until September 30, N. Y. N. H. & H. 
R. R. I. C. C. No. F1741. The suspended tariff increases rates 
on fresh or frozen fish, less than carloads, from Province- 
town, Mass., and nearby points, to Harlem River Station, New 
York, N. Y. It was suspended from December 1 to March 30. 

March 10, in I. and S. No. 748, the Commission further ‘sus- 
pended from March 30 until September 30, schedules in the 
following tariffs: Boston & Maine R. R. I. C. C. A1534, I. C. C, 
A1535, I. C. C. A1536; N. Y. C. R. R. Co. (Line Buffalo, N. Y., 
Clearfield, Pa., and Hast): I.c. C. N. ¥. C. 4602, 1. C. C. N.Y. 
Cie Mr. Bet BR. E. ca t. ec. c. Pim, & Cc: SC 
F1731. The suspended schedules increase rates on aniline and 
alizarine dyes, in less than carloads, from New York, N Y., 
to North Adams, Mass., and other destinations. They were 
suspended originally from December 1 until March 30. 

March 10, in I. and S. No. 749, the Commission further sus- 
pended from March 30 until September 30, schedules in Boston 
& Maine I, C. C. No. A1530. The suspended schedules increase 
rates on furniture, less than carloads, from Gardner, Mass., and 
points taking same ratés to New York, N. Y., for export. They 
were suspended originally from December 1 until March 30. 

March 10, in I. and S. No. 750, the Commission further sus- 
pended from March 30 until September 30 items in the follow- 
ing tarifs: B. & O. R. R. Co. Sup. 5 to I. C. C. 11679; Central 
R. R. Co. of New Jersey I. C. C. S8706; Erie R. R. Co. (Lines 
Buffalo, Salamanca, N. Y., and East) Sup. 5 to I. C. C. 10074; 
Lehigh Valley R. R. Co. Tariff I. C. C. C3845; N. Y. C. R. R. 
Co. (Line, Buffalo, N. Y., Clearfield, Pa., and East) Sup. 1 to 
N. Y. C. R. R. I. C. C. 4103; West Shore R. R. (the N. Y. C. 
R. R. Co., lessee) Sup 1 to I C C W S. 1412; Western Maryland 
Ry. Co. Sup 1 to I. C. C. 5366. The suspended items withdraw 
a rule permitting stopping-in-transit of cars containing ship- 
ments of farm wagons. They were suspended originally from 
December 1 until March 30. 

March 10, in I. and S. No. 751, the Commission further sus- 
pended from March 30 unti] September 30, items in Sup. 43 to 
Chicago & Northwestern Ry. Co. tariff I. C. C. 7423. The sus- 
pended items name new joint rates on grain from points on the 
Chicago & Northwestern via Peoria, Ill., to points in eastern 
trunk line territory, many of which are in excess of the sums 
o fthe intermediate rates. They were suspended originally from 
December 1. until March 30. 

March 10, in I. and S. No. 753, the Commission further sus- 
pended from March 30 until, September 30, the operation of 
schedules in Washburn’s I. C. C. No. 158. The suspended 
schedules increase rates on grain and grain products, in car- 
loads and less than carloads, from New Orleans, La., to 
various destinations in North and South Carolina. They were 
suspended originally from December 1 to March 30. 

March 11, im I. and S. No. 803, the Commission suspended 
from March 11 until July 9 schedules in the following tarits: 
F,. W. Gomph, agent, Sup. 24 to I. C. C. No..29: R. H. Countiss, 
agent, Sups. 3 and 4 to I. C. C. No..1011. They increase rates 
on lumber and lumber products from points in California to 
points in New Mexico. The proposed rates are from 4 to 10 
cents per 100 pounds higher than present rates. 

March 11, in I. and S. No. 804, the Commission ‘suspended 
from March 11 until July 9 Items 600A, 602A and 602B, Sups. 
1 and 2 to Countiss’ I. C. C. No. 1018. The suspended items 
cancel a blanket rate of $1.00 per 100 pounds on wool and 
mohair in grease, in bales, tightly compressed, less than car- 
loads, from Pacific coast terminals to all group points ap- 
plicable via San Pedro, Los Angeles & Salt Lake R. R. A new 
rate of $1.00 is sought to be established via the same route ap- 
plicable on wool and mohair in grease, in bales, machine com- 
pressed to a density of not less than 19 pounds per cubic foot. 

March 14, in I. and S. No. 805, the Commission suspended 
from March 15 to July 13 Colorado & Southern I. C. C. No. 1151. 
It increases commodity rates on grain and flour from points in 
Colorado to gulf ports for export. Export rates on flour are 
increased % cent per 100 pounds from certain of these points of 





THE TRAFFIC WORLD 


59% 





origin, while export rates on rye and oats are increased 2% 
cents per 100 pounds in the suspended tariff. 

March 15, in I. and S. No. 745, the Commission further sus- 
pended from March 30 until September 30, schedules contained 
in the following tariffs: William J. Jackson, receiver, Chicago 
& Eastern Illinois R. R., Sups. Nos. 76 and 78 to I, C. C. No. 
2596; Louisville & Nashville R. R. Co. I. C. C. A13508; Morgan’s 
Louisiana & Texas R. R. & Steamship Co., Louisiana Western 
R. R. Co., Iberia & Vermilion R. R. Co., Lake Charles & North- 
ern R. R. Co., Sup. 9 to I. C. C. No. 2876B; Nashville, Chatta- 
nooga & St. Louis Ry.*Sup. 8 to-I. C. C. No. 2206A; W. F. Owen, 
receiver, New Orleans, Mobile & Chicago R. R. Co. Sup. 7 to I. 
Cc. C. No. 734, I. C. C. No. 784; St. Louis & San Francisco R. R., 
James W. Lusk, W. C. Nixon, W. B. Biddle, receivers, Sup. 41 
to I. C. C. No. 6190; Tennessee, Alabama & Georgia R. R. Co. 
I. C. C. No. 63; Frank Anderson, agent, I. C. C. Nos. 19, 20; E. 
H. Hinton, agent, Sup. 7 to I. C. C. No. A95; M P. Washburn, 
agent, I. C. C. No. 159. They propose a general increase of 1 
cent per 100 pounds in through rates on yellow pine and 
hardwood lumber from points in southeastern and Mississippi 
Valley territories to points in Central Freight Association ter- 
ritory and to Buffalo-Pittsvurgh rate points. Their operation 
first was suspended from Dec. 1 and 4, 1915, to March 30. 

March 15, in I. and S. No. 742, the Commission further sus- 
pended from March 21 to September. 21, schedules in the fol- 
lowing tariffs: The Missouri Pacific Ry., St. Louis, Iron Moun- 
tain & Southern Ry., B. F. Bush, receiver, I. C. C. Nos. A2894, 
A2896, Sup. 1 to I. C. C. No. A2896; E. B. Boyd, agent, Sup. 48 
and Sup. 49 to I. C. C. No. A362. They increase rates on soft 
coal from various interstate points to points on the Missouri 
Pacific Ry. They were suspended originally from Nov. 22, 1915, 
to March 21. 


FEDERAL VS. STATE REGULATION? 


(An address delivered by E. J. McVann, Omaha, Neb., before 
the Traffic Club of New England, at its annual dinner, March 
8, 1916.) 


The question of the regulation of common carriers by 
both the nation and the several states has been discussed 
publicly within recent months by many learned and dis- 
tinguished gentlemen. From what we know of their po- 
sitions and affiliations we may assume that the discussion 
did not arise by chance. If there ever was a challenge 
to combat, it is contained in the sonorous sentences of 
the learned paper of Alfred P.’Thom, on the subject of 
“A Right of the States,” and the gage of battle thrown 
down there by Mr. Thom is certainly picked up by the 
able and versatile Clifford Thorne in his address, “The 
Great American Experiment.” Each of these men is a 
vigorous contender for his own view. Mr. Thom insists 
that the only way to preserve the rights of all the states 
to freedom of commercial intercourse is to concede to 
the central government all regulatory powers over the 
carriers engaged in interstate commerce. Mr. Thorne, 
on the other hand, declares that state regulation is a 
good thing—that it has really been helpful to the carriers 
and that the framers of the constitution showed great 
wisdom in providing for dual control of commerce, know- 
ing its dual character—purely domestic and interstate. 


I confess that I am of an open mind on the question. 
I would not be willing to discuss it at all except to an 
audience such as this—an audience of traffic men, who 
are very little concerned with theories of constitutional 
interpretation, and who only want to know about the 
law in its practical aspects—as it affects their relations 
with each other, as representatives of the shippers and 
of the carriers. I hope I may be pardoned, Mr. Toast- 
master, if I turn aside from my subject for a few mo- 
ments to congratulate the Traffic Club of New England 
upon the size and character of this gathering. It is a 
public demonstration of friendship and good feeling be- 
tween interests that have much in common and yet many 
subjects upon which they must differ sharply. It is notice 
to the world that the shippers and carriers are able, in 
a real sense, to get together; that they have long ago 
abandoned all idea of irreconcilable conflict and that 
both groups acknowledge their absolute interdependence. 
It is because this is true that I am willing to stand up 
before you and proffer, for your consideration, some 
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thoughts that have occurred to me, from time to time, 
upon this vital subject of regulation. 

It is, perhaps, a little early yet to get a correct per- 
spective of the results of regulation generally, but the 
suggestion seems to be fully warranted that the carriers 
have been beneficiaries of regulation. I doubt if any 
railroad manager to-day would care to return to the 
“good old days” when one reckless and irresponsible 
railroad always had it in its power to demoralize the 
business of all the railroads in any territorial division 
of the nation. What put a stop to such conditions? 
Regulation, state and federal. Anti-pass laws, anti-rebate 
laws, publicity of tariffs and tariff regulations. None 
of the efforts of the railroad managers to stop rebating 
and the pass evil had ever been successful. Indeed, some 
roads valued the privilege of giving away transportation 
highly enough to fight—and that quite recently—the 
passage of laws forbidding the practice. No one can 
deny that rates are to-day more stable than they have 
ever been. It is a mooted question whether they are 
higher than in the days of non-regulation. We need not 
argue that, because to do so intelligently, we would have 
to know just what proportion of the old revenues was 
given back in rebates and similar allowances. But there 
can scarcely be two opinions on the proposition that the 
carriers have been benefited by regulation. 


The question then arises as to the division of author- 
ity. The attitude of the average man who is uninformed 
about the subject is apt to be that of the editor of the 
“Outlook,” who says in a recent issue that “regulation 
should be unified in federal control and not divided up 
between the federal government and forty-eight conflict- 
ing states.” That sounds rather reasonable, but is it 
possible to work it out practically? That is what you 
gentlemen are concerned with—the practical aspects of 
the situation. 

It is well to recall, in dealing with this question, the 
elementary proposition that the federal or central gov- 
ernment of this nation is one of strictly limited powers 
delegated to it .by the several states. The powers not 
specifically delegated are retained by the states or by 
the people. The power to regulate commerce among the 
states was specifically granted to the central govern- 
ment, but the power to regulate the domestic internal 
commerce was reserved by the states. The Congress, 
therefore, is without power to regulate commerce within 
any state, broadly speaking, but the courts have held 
that, inasmuch as the constitution is the supreme law of 
the land and, under it, the Congress is given power io 
regulate commerce among the states, no state may do 
anything to burden or interfere with interstate commerce. 


You can see at once that it becomes of the utmost im- 
portance to determine what “burdens or interferes with” 
interstate commerce. Mr. Thom suggests that all state 
laws dealing with capitalization, with rate-making, with 
car distribution, even with the element of public safety, 
may become burdens on interstate commerce. He would 
have you draw the inference that all such powers of the 
state should be given up and conceded to the central 
government in order that commerce among the states 
may be free and untrammeled. That means that the 
constitution must be amended in such a manner as to 
create a special class of corporations which will owe their 
corporate existence to federal enactment and whose acts 
will be subject only to federal authority. There would 
then be not only no “domestic” commerce of the states, 
but if the theory was carried to its logical conclusion 
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the states would have to surrender their right to tax 
such corporations and their ordinary police powers of 
supervision, as well as their power to fix rates and pass 
reciprocal demurrage laws, because any of these powers 
could easily be used to “burden or interfere with” inter- 
state commerce. You see, headlight laws and full crew 
laws and speed laws and “Jim Crow” coach laws are all 
merely the exercise of police power of the states. Taxa- 
tion, the conferring of the power of eminent domain and 
the regulation of rates are merely the exercise of ordi- 
nary sovereignty. All these Would have to be surrendered 
to the federal government if the regulation by the states 
is to be abandoned and centralized at Washington. 

There are many, of course, who don’t go as far as Mr. 
Thom, and who merely desire to hand over to the cen- 
tral government the power to make rates and classifica- 
tions. That is much simpler, but even that would re- 
quire several amendments to the constitution and the 
repeal of a great body of laws of the separate states. I 
have sometimes wondered whether the remedy proposed 
would work a real cure for the disease, or whether the 
last state of the patient would not be worse than the 
first. One thing is certain: The federal law regulating 


“interstate commerce has been well and wisely adminis- 


tered by the Interstate Commerce Commission, upon the 
whole. But we all know how that body is overwhelmed 
with work under present conditions. Suppose we turned 
over to it, in addition to its present duties, the perform- 
ance of all those that would be necessary to supervise 
the entire conduct of the railroad business of the United 
States, from the incorporation of the companies down to 
the question of fixing the hours within which the freight 
houses should be kept open. Would our railroad friends 
really have any less number of bosses or regulators than 
they have now? And would that extent or amount of 
regulation be any less harassing or more helpful than it 
is as exercised at present? Would it be uniform? Would 
it be consistent? All of these questions should be pon- 
dered and discussed by every thoughtful man before he 
makes up his mind what to advocate. 

There is a middle ground between the two extremes 
of this question of regulation which may offer a solution 
of the difficulty without any revolutionary changes, 
whether in our organic law or our method of government. 
If the various state laws dealing with carriers could be 
made uniform in their requirements and application, it 
would do away with the greater part of the trouble and 
vexation that have arisen from the present system of 
dual regulation. This suggestion is not new. The Ameri- 
can Bar Association has been working effectively for many 
years for the unification of all state laws, both railroad 
and otherwise. The National Association of State Rail- 
road Commissioners has a committee on the same subject. 
The railroads have been persistently working for the 
unification of state and interstate tariffs and classifica- 
tions. All of these efforts will tend to produce ameliora- 
tion of present conditions, and perhaps we will wake up 
some day to find that regulation has settled into a sort 
of groove and that the duality of it, instead of being a 
nuisance, has proved to be like the double-tracking of 
a railroad—an aid to operation. 

I am sure of one thing, and that is if the railway traffic 
managers and the industrial traffic managers attack the 
subject together and in earnest, they will find a solution 
that will be practicable and acceptable. They have 
worked out many difficult problems in collaboration. It 
may lie with them to solve this great question—with a 
little assistance from the lawyers, of course. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of Taz Trarric Wor.p of Trans: 
portation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


THROUGH EXPORT BILL OF LADING 


Editor the Traffic World: : 

The writer is the export agent of the Millers’ National 
Federation, and, inasmuch as in normal times, as well as 
at the present time, the largest portion of export flour is 
shipped -under the terms and conditions of the through 
export bill of lading, we have naturally given a very large 
share of our attention to the special clauses and conditions 
of that document. We have also given earnest considera- 
tion to other matters which affect the exportation of flour 
to foreign countries, including acts of Congress affecting 
export traffic, and discriniinations against American flour 
in foreign markets by means of import tariffs. 

Your interest, however, will probably be limited to mat- 
ters of law and contract affecting transportation of flour 
for export. 

Owing to the fact that American millers, in conducting 
an export trade to European countries, are put in direct 
competition with local European millers who import Amer- 
ican and Canadian wheat at cheap freight rates, we have 
found it very essential to our business that we take every 
possible step to secure delivery of flour in foreign mar- 
kets in first-class order and condition, failing which we 
have relied upon carriers’ liability for loss and damage for 
the purpose of adjusting claims with importers. - We have 
also carried on a campaign of education with carriers for 
the purpose of preventing loss and damage. 

The inland carrier clauses that govern through export 
bills of lading have remained almost unchanged for cer- 
tainly more than twenty years. These clauses seem to have 
been built up for the most part in a crude and inconse 
quential manner, and contain extraordinary conflictions 
and ambiguities, each of which have at different times 
been construed by carriers in their own interest. For in- 
stance, at a time when the uniform bill of lading provided 
that claims should be filed against carriers within four 
months from date of delivery of the merchandise, the cor- 
responding clause in the export bill of lading required 
thirty days, and does not make it clear from what date 
the thirty days should be counted, nor where. Another 
clause, No. 1, states that no carrier shall be liable for loss 
or damage caused by floods or by fire, or by leakage, break- 
age, chafing, loss in weight, changes in weather, heat, frost, 
wet or decay; nevertheless, the carriers have persistently 
for many years recognized and paid claims for damages 
from all of such causes, predicated upon the fact that their 
negligence was a contributory cause. Another clause, No. 
10, states that no carrier shall be liable in any respect than 
as warehouseman while property awaits further convey- 
ance. No. 3 says: “Nor after said property is ready for 
delivery to the next carrier,” while clause No. 11 says: 
“All liability hereunder terminates on delivery of the said 
property to the steamship,” etc. The difficulties of export- 
ers under such a bill of lading are clearly apparent. 

Anomalous as these conditions are, we find still later 
curiosities of law in the amendments to the interstate 
commerce act. We are firmly of the opinion, and our 
views are supported by our legal advisers, that whether 


interstate traffic is for export or not, it is anyhow cov- 
ered by the interstate commerce act and amendments 
thereto, notably the Carmack amendment and the Cum- 
mins amendment; but we have learned that it is the 
view of the Interstate Commerce Commission and of the 
carriers, generally speaking, that neither of these amend- 
ments apply to interstate traffic which is intended for 
export. If that be true, then our export traffic between 
the states and the seaboard is in much the same position, 
from a legal point of view, as was domestic interstate 
traffic twenty years ago. 

The efforts that have been made by the national gov- 
ernment, through its various departments of Commerce 
and Labor, Agriculture, Consular Service and Bureau 
Trade relations, etc., remind us of a team of horses drag- 
ging a. heavy load, the one straining under its harness, 
while the other obstinately balks, and is a handicap more 
than a help. 


We conclude that Congress knows little or nothing about 
export matters and foreign trade and that the depart- 
ments of the government which have to do with export 
trade adopt ‘the view that they are not constituted to 
suggest law, but merely to enforce any law, no matter 
how bad or ineffective, that Congress may see fit to enact. 

We do not, however, believe that the amendments of 
the interstate commerce act are inapplicable to interstate 
traffic for export, and our. legal advisers strongly support 
us in that view; but there is no question but that the 
amendments seem to be badly drawn and ill considered. 

Not only has it been alleged to us by persons in au- 
thority that the Cummins and Carmack amendments do 
not apply to interstate export traffic covered by through 
export bills of lading, but that neither do they apply to 
traffic covered by domestic uniform bills of lading for 
export, that an opinion extends through a tremendous 
volume of traffic, most of which is covered by a bill of 
lading recommended by the Interstate Commerce Commis- 
sion, and adopted by carriers as in compliance with the 
interstate commerce act and its amendments. it is now 
proposed to modify still further the uniform bill of lading 
as a development to the enactment of the Cummins amend- 
ment. 

Acting on behalf of a large number of flour millers 
who do an export business, we petitioned the Interstate 
Commerce Commission to review the terms and condi- 
tions of the inland portion of the through export bill of 
lading, and this is the first attempt in a generation to 
procure an export shipping document to conform to mod- 
ern conditions of transportation in this country. 

F. H. Price. 

New York, N. Y., March 15, 1916. 





ILLINOIS GRAIN LOSS SUITS 


Editor The Traffic World: 

The Illinois Grain Dealers’ Association’s test suits to 
recover for losses of grain in transit have been tried out 
recently in the Macon County Circuit Court. These suits 
were brought in the name of the Shellabarger Elevator 
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Co., Decatur, vs. the Illinois Central R. R. Co. Three 
suits have been tried, in two of which the association 
was victorious. The fourth suit is set for March 27, 

Two of the suits involved interstate shipments and two 
involved intrastate shipments. Depositions were taken 
in all cases to prove the actual amount of grain by weight 
unloaded at destination from the various cars, and in 
each case, as a precautionary measure, several shipments 
of grain were included as different counts so that we could 
be sure to make proof clear on at least one shipment. 

In the interstate cases the main legal question from 
the plaintiff's viewpoint was the effect of the Carmack 
amendment, if any, on the right of the shipper to bring 
such suits. Each of the shipments involved was prior 
to the amendment to the Carmack act of about a year ago. 

As had been expected, the railroad company contended 
that only the holder of the bill of lading could maintain 
the suit and that, since the bills of lading had been sur- 
rendered to the consignee on the payment of drafts for 
the grain, the consignee for each shipment was the proper 
plaintiff and not the consignor. Since in each shipment 
the grain was sold destination weights and grades, it is 
obvious that if the construction contended for by the rail- 
road company was the proper construction of the law, no 
suit could be maintained for the loss. ; 

In the first interstate case, we took the position, first, 
that the Carmack amendment was not intended in this 
respect to change the common law, that it was an act 
passed to aid the shipper, not the railroad company, and 


that the main object of the Carmack act, as originally 


passed, was to enable the shipper to sue the initial car- 
rier, leaving the various carriers interested to determine 
among themselves which was liable for the loss. 


We urged also that since the railroads require the sur- 
render of the bills of lading before delivering any grain, if 
the construction contended for by the railroad was the 
proper construction of the act, the whole effect-of the 
act would be to deprive every one of the rights to sue 
for loss or damage to freight in shipments unless the 
freight was completely lost, so that the railroad could 
not deliver anything, and in consequence the bill of lading 
would not be surrendered at all. 

In addition to taking this broad position, we offered in 
evidence as receipts the blue carbon copies of the bills 
of lading furnished the shipper by the railroad company. 
We urged that if the act were to be construed literally 
the plaintiff as the holder of a “receipt” could maintain 
the suit. 

The suits were brought in assumpsit, so that at com- 
mon law no question as to the ownership of the grain 
lost was involved. 

The court, in passing upon the right of the plaintiff to 
maintain the suit, on a motion for a directed verdict, 
held with us. We could not, however, tell absolutely the 
true ground for his holding, since he referred to the 
amendment to the Carmack act of a year ago and stated 
that it was clear, at any rate since the passage of that 
act, which might be considered so far as this question 
was concerned as procedural, that the shipper could main- 
tain the action. He strongly indicated, however, that 
even in the ‘absence of this amendment, in his opinion, 
the shipper could maintain the action. 

The first case was decided in favor of the defendant 
railroad by the jury on the question of fact involved as 
to the shrinkage of grain, inaccuracy of scales and the 
phrase in the bill of lading, “discrepancy in elevator 
weights.” A motion for a new trial is pending in this 


case. 
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The second case tried was an interstate case also. 
Having obtained a ruling from this court in the first case 
as to the Carmack amendment, the blue receipts were not 
used as evidence for the plaintiff, it being the idea te 
establish our ‘case on different ground in each suit: The 
case was made out by the introduction of the original 
bills of lading, which we required the railroad to produce, 
acknowledging the receipt of a certain amount of grain; 
the paid expense bills showing the collection of freight 
at destination upon a less quantity of grain; the testi- 
mony of the weighers at each end showing that the 
weights of the grain corresponded with the bills of 
lading and the expense bills. We sought, also, under the 
Illinois statute, to introduce affidavits as to the weight 
of the grain at points of origin, but the court held that 
the Illinois statute had no application to interstate ship- 
ments. In this we believe the court was correct. In 
some of the shipments involved in the second suit we 
made no proof of weights whatever, but relied solely 
upon bills of lading and expense bills. 

The defendant urged in defense that the apparent loss 
in each shipment was due either to shrinkage of grain 
in transit or to discrepancies in elevator weights, and 
called particular attention frequently to the condition on 
the back of the bill of lading. The bill of lading was the 
usual form approved by the Interstate Commerce Com- 
mission. 

The court instructed the jury that the conditions upon 
the back of the bill of lading were binding upon the 
parties, but that the language there used relative to dis- 
crepancies in elevator weights applied only when there 
had been no loss of grain and meant in effect an appar- 
ent loss only. In other words, that if there was a dis- 
crepancy in the weight of grain at the terminal point, as 
shown by elevator weights, if that discrepancy was owing 
to variation in weights merely, no recovery could be ha‘, 
but if the discrepancy was caused by an actual differen... 
in the amount of grain weighed in and weighed out, re- 
covery could be had. 

In behalf of the plaintiff, we contended, of course, that 
the discrepancy was a real discrepancy and was due to 
the loss of grain from leakage and not to apparent loss 
due either to variation in scales or to shrinkage of the 
grain. There was no direct proof of leakage, or shrink- 
age, or of inaccuracy of the scales as to any shipment. 

The railroad company attempted to prove that its cars 
were in good condition when loaded and when unloaded, 
and attempted to prove that the seals put upon the cars 
when loaded were intact when unloaded, save as they 
had been replaced at the time of inspection of the grain 
at destination. 

The jury found for the plaintiff. The grain in each 
shipment of this case was corn, and the loss ranged from 
390 to 1,380 pounds. 

The third case was an intrastate case, and in this case 
the railroad made its hardest fight. Here shipments from 
points in Macon county to Chicago and Peoria were in- 
volved. To make proof we used bills of lading, expense 
bills and affidavits of the weighers at the point of origin, 
after showing that the railroad company did not weigh 
the grain. Being unable to show at Chicago that the 
railroad company did not weigh the grain, we proved from 
the actual weights, and in Peoria we used affidavits of 
weights where the grain was. unloaded. 

The defendant urged that the Illinois statute which 
allows the railroad to elect whether it shall weigh the 
grain itself or expect sworn statements of weights and 
pay for losses according to those weights was unconstitu- 
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tional, but the court held to the contrary. It was then 
urged by the defendant that the conditions on the back of 
the bill of lading with reference to shrinkage and dis- 
crepancies in elevator weights superseded by way of con- 
tract the provision of the Illinois statute requiring rail- 
roads which did not weigh grain at points of origin and 
destination to be liable for the difference in weights as 
shown by affidavits of shipper and consignee without ex- 
ception. The court upheld the railroad in this contention 
and permitted such proof to be made by the defendant 
company as it could to substantiate its contention that the 
loss was caused by natural shrinkage. The proof in this 
respect in behalf of the railroad was rather meager, con- 
sisting of an attempt to show that the cars were in good 
condition at points of origin and destination and that the 
seals were intact. Over our objections this proof was 
permitted, the court taking the position that it might tend 
to show that all the grain received was delivered, and 
therefore that the grain had shrunk in transit. 

The jury found for the plaintiff, assessing damages in 
full against the Illinois Central. 

The fourth case, which is also an intrastate case, is un- 
tried at this date, although it has been set for March 27. 
It is somewhat doubtful, however, in view of the holding 
of the court, whether or not this case will be tried. It 
depends upon the attitude of the Illinois Central as to 
whether it will be tried or not. If the railroad will take 
an appéal in the intrastate case already tried for the pur- 
pose of“having the constitutionality of this suit deter- 
mined, there will be no necessity for trying the last case 
or for férwarding any other like intrastate cases, since 
the questions involved can be raised on an appeal from 
the case already tried. We believe, however, that the 
railroad company does not care to have the upper courts 
pass upon the constitutionality of this suit, and that no 
appeal will be taken. In such cases, we will, of course, 
try the fourth case, and will bring such other suits as 
may be necessary to protect the rights of shippers inter- 
ested. In the holding of the court we believe these suits 
can now be brought without much expense to the shippers, 
and they will likely have some relief from the situation 
which heretofore has seemed unavoidable. 

The association engaged as special attorneys the firm of 
Vail, Miller & Pogue of Decatur. The defendant railroad 
was represented by Crea & Bousum and LeForgee, Samuels 
& Black. E. B. HITCHCOCK, 

Secretary, Illinois Grain Dealers’ Association. 

Champaign, Ill., March 14, 1916. 


CAR SEAL RECORDS AND CLAIMS 


Editor The Traffic World: 

I desire to correct some of the statements made by Mr. 
L. E. Blacet, traffic manager of the Helvetia Milk Con- 
densing Co., in your issue of March 11, 1916, relative to 
car seal records. 

The query made in the second paragraph of his letter 
as to whether or not the* destination agent has a com- 
plete and dependable record of the seals under which 
the car arrives at destination is easily answered by any- 
One who has had experience with the operating depart- 
ment of any railroad. One of the first duties of a re- 
ceiving agent, after the arrival of a car at his station, is 
to examine the seals and take a record of them, and the 
record is as accurate and preserved with as much care 
aS any other station record. These records are inspected 
from time to time by representatives of the claim de- 
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partment, transportation inspectors and traveling audi- 
tors, and they are inspected just as carefully as any other | 
part of the station work. If any discrepancy is detected 
an agent will receive as much criticism for it as he 
would receive for any other irregularities in the station 
work. But, in addition to the records of the receiving 
and forwarding agents, conductors also make inspection 
of seals before leaving terminal or division points and, if 
seals are not all O. K., attention of agent is called to 
same and new seals are applied before car leaves that 
point, record being maintained by both the conductor and 
agent. Special agents stationed at various points also 
make similar inspections, insuring, as near as possible, a 
record that is absolutely correct. 

Another point made by Mr. Blacet is that of destination 
agent taking up with forwarding agent relative to seal 
record, providing his record is not complete. In handling 
claims for shortage from carload shipments the first pro- 
ceeding of the investigator handling is to send out a 
printed form to both forwarding and receiving agenis 
asking for seal records of car in which shipment moved. 
I have had considerable experience in local freight offices 
and have never seen a case where one agent asked an- 
other for a seal record of a car received at his station, a 
practice Mr. Blacet intimates exists. There is no reason 
for such a procedure; the agent always has the record. 
If his record shows that the car arrived with “seal 
broken” or “imperfect seal” that information is given 
the claim department just as quickly as it is given when 
records show that the seals were intact. 

Seals, on practically all of the large systems and most 
of the smaller lines, are numbered’ consecutively and so. 
used, a record being preserved by the department supply- 
ing them showing what numbers are in use at the various 
stations. In addition, where lead fasteners are used, the 
sealing iron makes an impression on the lead of either 
a set of letters or numbers assigned to that station, so 
that it is possible at any time to trace any seal from 
the time it is purchased until it has been used and 
destroyed. 

Would it help in any way to have destination agent 
show receiving seals on an expense bill when the origi- 
nating seal is not known by the receiver? How many 
shippers interest themselves enough to keep a record of 
forwarding seals, and if they do, how many of them show 
the information on their invoices or in correspondence 
relative to the shipment? 

G. E. Harrison, 

Chief Clerk, Assistant General Freight and Passenger 
Agent, A., T. & S. F. Ry. 

Prescott, Ariz., March 14, 1916. 


F. T. C. CONFERENCE RULING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Federal Trade Commission, March 15, issued .its 
Conference Ruling, No. 41, dealing with the competition 
that may be carried on by means of freight absorptions. 
It is as follows: 

“Price discrimination by .absorption of freight charges— 
Alleged discrimination discontinued—Clayton act.—Upon 
application by a corporation engaged in the manufacture 
on the Pacific coast of sanitary enameled ironware for the 
issuance of a complaint for violation of section 2 of the 
Clayton act, it was alleged by the applicant that a com- 
petitor, whose factories. were located in the East, was 
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selling certain of its goods on the Pacific coast at a lower 
price than it was selling the same goods in other parts 
of the country, cost of transportation being considered, 
and that this discrimination in price was made for the 
purpose of and would, if continued, have the effect of 
injuring or destroying the business of the applicant. Upon 
investigation by the Commission it appeared that, previous 
to the time applicant entered into active competition with 
it, the corporation complained of sold its products in 
Pacific coast territory at its eastern prices and absorbed 
a portion of the freight charges, the balance of the freight 
charges being paid by the purchaser. After the applicant 
had established its business and entered into active com- 
petition with it the corporation complained of adopted the 
policy of selling certain staple articles, in which there was 
competition from the applicant, at a delivered price, ab- 
sorbing all freight charges. The effect of such freight 
absorption by the corporation complained of was to make 
the price charged by it for these staple articles, in the 
territory where the applicant competed with it, substan- 
tially lower than the prices charged by it for the same 
articles in territories where the applicant did not compete 
with it. : Before the completion of the investigation the 
corporation complained of notified the Commission that 
it had adopted a new price list for the Pacific coast. it 
further appeared that, after the application was made 
to the Commission, and while the investigation was in 
progress, there had been a substantial reduction in rail- 
road rates on shipments of enameled ironware to the 
Pacific coast. The new price list, considered together 
with this reduction in freight rates, brought the Pacific 
coast prices of the corporation complained of substantially 
to the level of the prices charged by it for the same 
articles in territory where the applicant did not compete 
with it, and, according to a statement filed with the 
Commission by the applicant, thereby removed its cause 
of complaint. Held, That while the Commission is au- 
thorized to issue a complaint where it shall have reason 
to believe tha) any person is violating or has violated any 
of the provisions of section 2 of the Clayton act, it does 
not consider it necessary or advisable, in the present 
case, to issue such complaint, since the discrimination 
complained of has been discontinued.” 


THE ISAAC JOSEPH CASE 


THE TRAFFIC SERVICE NEWS BUREAU, 
; Colorado Building, Washington, D. C. 
Rising from comparative obscurity, the so-called “Isaac 
Joseph” case bids fair to attain a degree of prominence 
not usually accorded to reparation claims. Shortly after 
the decision of the Commission, published in an unre- 
ported opinion, The Traffic World called attention to the 
importance of the principle involved and directed attention 
to the fact that the case was like some others “unre- 
ported,” supposedly, because no principle was involved. 
Thereupon inquiries came in from all quarters concern- 
ing the case, and requests for copies of the opinion and 
briefs were numerous. Appreciating the importance of 
the principle involved in the decision, H. C. Barlow of 
the Chicago Association of Commerce wrote to the Com- 
mission suggesting that it might be advisable to give the 
opinion wider distribution by publishing it in the regular 
bound volumes of the Commission’s reports. For the 
first time on record, the Commission took a case out uf 
the class of “Unreported” opinions and ordered it pub- 
lished in printed form, and it will now appear in the 
bound volumes of the Commission’s decisions. 





Vol. XVII, No. 12 


But this was not to be the end of the matter. Within 
a few weeks after the decision of the Commission was 
promulgated and published, it was vigorously assailed by 
several railroad lawyers, on the one hand, and as vigor- 
ously defended and cited by different lawyers representing 
shippers in some important cases. In one of them, Fred 
H. Wood, counsel for the Southern Pacific lines, gave 
notice that his roads did not agree with the Commission’s 
decision in the case and intended to file a petition for 
reconsideration. 

Getting tired of waiting for its money, which the de- 
fendants refused to pay, the Isaac Joseph Company re- 
cently filed suit in the federal court at Cincinnati, with 
the intention of going the full limit to enforce the award 
in its favor. 

Not to be outdone in strategy, Mr. Wood has just filed 
with the Commission a petition for reconsideration sup- 
ported by a brief of many pages. In his petition he casts 
aspersions on the small amount of money involved in the 
case, but claims that if the decision holds then there are 
hundreds of important rate adjustments which will have 
to fall. The railroad traffic managers up to this time 
have thought they were within the law. It is urged thai 
the importance of the principle involved in the case goes 
way beyond the particular case itself, and is of great im- 
portance to the railroads and the public generally. 

It is doubtful if an innocent “unreported” opinion ever 
caused so much commotion before. The cost of printing 
all the briefs, it is believed, by now is as great as the 
amount of the reparation claim. 

The trouble arose from the shipment of about 20 car- 
loads of scrap iron from Houston to Chicago by way of 
Cincinnati. The joint through rate did not exceed the 
combination of locals on New Orleans, but did exceed a 
combination on New Orleans composed of a proportional 
to New Orleans and a local beyond. The proportional 
rate contains a note that it was applicable only to points 
beyond “to which no joint through rates are in effect.” 
Since there was in effect a joint through rate, the carriers 
claimed that the fourth section could not have beer vio- 
lated. Their contention was that the notation on the 
proportional tariff restricted its application so that it 
couid not be used to break down any joint through rates. 
The complainant, on the other hand, claimed the notation 
on the proportional tariff was altogether indefinite and 
added nothing whatever to the ordinary limitations which 
the law attaches to the use of all proportional tariffs. 

There is no way of telling whether the Commission will 
give Mr. Wood a chance to reargue the case, but if it 
does the Commission’s hearing room is likely to look like 
an “advance rate” investigation, because of the number 
of people who will have something to say. 


HEARING ON DYESTUFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


As a part of the investigation which the Commission 





has been making into the increases in rates on dyestuffs ] 


from New York to New England points, as covered by I. 
and S. Docket 748, a hearing will be held at North Adams, 
Mass., at which the.entire situation will be fully developed. 

The investigation comes as a result of an attempt on the 
part of the Boston & Maine, New York Central and the 
New Haven to advance the rates on dyestuffs by tariffs 
effective December 1, and which the Commission suspended 
te March 30. As this is the date for which the hearing 
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has just been assigned at North Adams, there will be a 
further suspension. 

A protest was filed against the proposed changes in 
rates by the Arnold Print Works of North Adams and 
New York. The rates subsequent to 1910 were 14 cents 
per hundred pounds on aniline and alizarine dyes. Before 
that time they were shipped as “Dyestuffs, N. O. S., in 
packages,” but in the year above mentioned the carriers 
came to the conclusion that the term “dyestuffs” was too 
general in character, and they adopted the classification 
providing for “Analine and Alizarine Dyes.” It is pro- 
posed by the tariffs under suspension to charge “first-class 
for cases and second-class for kegs, barrels and iron drums,” 
which will give rates of 28 cents and 24 cents from New 
York, and 30 cents and 26 cents from Brooklyn, respectively. 

The users of colors feel that they should not be sub- 
jected to any additional hardship on top of the one they 
are already experiencing on account of the European war. 

On the other hand, the carriers contend that the changes 
proposed are merely for the purpose of restoring rates on 
this traffic to the basis of Official Classification ratings. 
The 14-cent rate, they contend, was established by all-rail 
routes in competition with carriers operating on the Hud- 
son River between New York and Troy in conjunction 
with the Boston & Maine, and is said to have been “sub- 
normally low.” They-also contend that it grows out of an 
effort on the part of the carriers to line up the commodity 
rates in New England following the Commission’s decision 
in Docket No- 4845, “The New England Investigation.” In 
this revision some of the commodity rates on dyes from 
New York to New England points have already been can- 
celled and, had these suspended tariffs been allowed to 
become effective, all of the commodity rates between the 
points named would have been cancelled out. 

In support of their effort to cancel out these rates the 
New York Central Lines claim that “the advance in rates 
on dyes from New York and Brooklyn to North Adams is 
not predicated upon the current abnormal prices of dyes 
due to the European war. On the contrary, the advance is 
based upon the ground, first, that the water-and-rail com- 
petition which resulted in the establishment of the 14-cent 
all-rail rate no longer necessitates its continuance; second, 
that there is no more reason why aniline or alizarine dyes 
should be accorded commodity rates from New York to 
North Adams or other New England points than other 
mill supplies of materially less value; and, third, the nor- 
mal market values of aniline and alizarine dyes fully justify 
the application of classification rates.” 


COMMISSION ORDERS. 


National Creamery Buttermakers’ Association has been 
allowed to intervene in Case 8469, Kansas Carload Egg 
Shippers’ Association vs. B. & O. et al. 

The Minneapolis Traffic Association has been allowed to 
intervene in Case 8628, Commercial Club of Duluth et al. 
vs. Pa. Co. et al. 

Southern Railway, in Mississippi, has been allowed to 
intervene in Case 8528, Kraetzer Cured Lumber Co. et al. 
vs. Y. & M. V. et al. 

Orders of Commission of December 24, in Case 7805, 
Shelbyville Business Men’s Association vs. L. & N. et al., 
and Fourth Section Application 1952, made effective April 
8, have been postponed until April 23. 

Orders of Commission of March 22 made effective April 
1, in Case 4101, Memphis Freight Bureau et al. vs. Iron 
Mountain et al., and in Fourth Section Order 461, have 
heen postponed until June 1. 
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: 
HELP FOR TRAFFIC MAN: 


LUTUNOIUGUNCLUOEOALLOULSEOUAUULULULUUUEULEUUOUU SUELO 


This department is conducted by a traffic man of long 
experience and wide knowledge. In it he will answer ques- 
tions relating to practical traffic problems. We do not de- 
sire to take the place of the traffic man, but to help him 
in his work. We reserve the right to refuse to answer any 
questions that we judge it unwise to answer or that in- 
volve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as 
promptly as possible. No answers will be given by mail. 

Address “Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, III. 


Classification of Empty Boxes. 

Q.—As a subscriber to your publication, the writer 
would be pleased to have you answer the following: We 
requested a classification committee for an application 
for reduced rating for returned wooden boxes, empty, and 
they advised that they do not feel warranted in recom- 
mending to the carriers any such arrangement. For your 
information we would advise that in case that we shall 
call No. 1, we ship a box that is 2x2x2, made of % lum- 
ber, to various people, and they return same empty to 
us, and upon which a first class rate is charged. [In 
case No. 2 we purchase material from certain manufac- 
turers which is shipped in a special box of various sizes, 
made of % lumber, to us, and we return the empty cases 
to them, and are again obliged to pay a first class rate. 
This first class rate is charged on account of there being 
no classification for empty boxes, and we feel that there 
should be an item for this article, with at least a fourth 
class provision. 

We would thank you for your assistance in advising 
whether or not you feel a classification should be pro- 
vided for a commodity of this kind. 


A.—It has never, so far as we know, been the practice 
of carriers operating in Official Classification territory 
to apply, except possibly in isolated cases, special ratings 
on returned empty boxes. At least two probable reasons 
for this suggest themselves: First, to discourage, or ‘it 
least not to encourage, the practice of returning empty 
boxes; second, to avoid possibility of applying such rat- 
ings on boxes not entitled thereto, assuming that it is 
difficult in many instances to distinguish between new 
boxes and second-hand boxes when in perfect condition. 

Nevertheless, special rating of fourth class on wooden 
boxes, N. O. S., returned, L. C. L., is provided for in 
Western Classification No. 53, under item 45, on page 
139, and in Southern Classification No. 41, under item 10, 
on page 60, and it, therefore, appears not unreasonable 
to assume that you are entitled to similar rating on ship- 
ments handled subject to Official Classification. 

This is the same basis as applicable under the Western, 
Southern and Official classifications on box material and 
certain classes of lumber, -L. C. L., and we understand 
it was ptblished in Western and Southern classifications 
with a view to assisting shippers using specially con- 
structed boxes as containers and in consideration of the 
revenue obtained by carriers for transporting the original 
shipments. 

We assume, of course, that the boxes you have in mind 
are of special construction, and therefore have special 
value as containers, and that the returned shipments 
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thereof are sufficiently numerous to warrant establish- 
ment of special rating thereon. 


Article Requiring More than One Car. 


Q.—In going over the issue of Dec. 4, 1915, of The 
Traffic World, on page 1178, referring to question on 
articles requiring more than one car: 

The minimum weight in that case would be 47,400 
pounds, according to my figures. I get my authority from 
Supplement No. 10 to I. C. C. O. C. 42, page 13, item 3, 
effective Feb. 1, 1915. Hollow wooden boat masts are 
subject to rule 27, and you cannot apply rule No, 7-A on 
that shipment. Your weights would be: 


EET 11,200 pounds 
EE IEE OE PPE TOT AT, Pe 16,200 pounds 
I ora. own aa el atk cane alk oe 20,000 pounds 





47,400 pounds 

I wish you would please advise me if I am correct. 
A.—The present Official Classification is No. 43, and it 
provides that rule 7-A does not apply on articles subject 
to rule 27. Similar exemption was also provided in Sup- 
plement No. 10 to Official Classification. No. 43. Hence 
your understanding is correct. 


RAILWAY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


If there had been no advance in freight rates, no in- 
creased passenger fares and no imposition of new charges 
for special services after the agitation for larger revenues 
for the rail carriers generally lumped together and known 
as the Five Per Cent case, the railroads of the eastern 
district in October, 1915, would have taken in $4,207,475 
more than they received in October, 1913, and $16,777,325 
more than for October, 1914. 

The advances approved in the late fall of 1914 and 
made effective between October, 1914, and January, 1915, 
resulted in operating revenues for forty-three roads and 
systems in the eastern district, comprising practically 
every one in that territory, $3,815,939 greater than they 
would have been had there been no such advances in 
rates, fares and charges. 

The total for October, 1915, under the old rates, fares 
and charges would have been $131,979,059. Under the 
rates, fares and charges actually in effect, the revenues 
amounted to $134,979,099. 


“It appears evident that carriers are suffering more just 
now for want of freight to carry than for want of higher 
rates,” said Commissioner Clements in dissenting from 
the Commission’s second report in the Five Per Cent 
case. It was in that second report the Commission allowed 
the five per cent.advance on everything except coal and 
other low-grade commodities and lake-and-rail freight. 
The veteran member of the Commission vigorously dis- 
sented. He denied the moral right of his colleagues to 
say that because the war came along and caused near- 
paralysis of business, the carriers were entitled to higher 
rates on the business that remained. It was in connection 
with that argument that he used the suggestion about a 
lack of business rather than a want of higher rates. 


The fact that the revenues for October, 1915, were 
$3,815,939 greater than they would have been had the 
old rates been paid, was set forth in a statement issued 
by the Commission March 14. The railroads in the east- 
ern district kept count of the result for October, 1915. 
They submitted an estimate as to the effect upon May, 
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1915. They had also been ordered to report the difference 
for April, 1916, and an estimate for the twelve months 
ending June 30. The Commission, however, has rescinded 
that order. No reason for vacating it was given in the 
announcement. The announcement is as follows: 

“After the second decision in the Five Per Cent Case, 
on Dec. 16, 1914, the principal carriers in Official Classifica- 
tion territory were ordered to submit an estimate for May, 
1915, and an actual count for October, 1915, and for April, 
1916, of the additions to their revenues from the increased 
rates permitted in virtue of the said decisions, from new 
charges for miscellaneous services imposed thereafter, and 
from increased passenger fares. Passenger fares were not 
directly involved in the case; but increased fares, espe- 
cially in the price of mileage books, were permitted by 
the Commission to become effective. 

“The Commission has compiled from the returns of forty- 
three roads and systems in the territory which includes 
practically all that part of the country east of the Mis- 
sissippi and north of the Ohio and Potomac rivers consoli- 
dated statements of the additions to their revenues for 
October, 1915, and has just made the statements public. 

“Tt must be understood that this compilation of the re- 
turns of the forty-three roads exhibits the excess in rev- 
enue received upon the actual business handled over what 
would have been received had the lower basis of rates 
been maintained. : 

“These statements show the additions to revenues by 
principal sources, such as freight, passenger, etc. The 
additions to freight revenues are shown by principal com- 
modities and by classes, involving considerable detail. 

“Briefly summarized, such reports for the month of Oc- 
tober, 1915, show additions to revenues as follows: 


I iad, Nw Back oe snack p gid aladgidinsdl alow ais $2,703,468.50 
IN oho a 516 da ciakay ist ore Sis Ree i ea 936,081.48 
TN Nis Aitaicig teaiks bx bid kpc heed te orth ate 18,000.14 
I oi taku di nated behets wal on Moye + 12,953.86 
Other transportation ................ 94,902.84 
RR par eee arene See TR, eee 50,532.94 

NN in. comin sm binina a edead aie aoe $3,815.939.76 


“The percentages of such additions to.the October, 1915, 
revenues of the carriers are: 


PG oo arse 8454 Se Sed hes ee "2:79 per cent. 
IS «ook i Ss eden beeesetead 4.59 per cent. 
BEES 2 Soe tid sé cedadiocusare wane danwed -99 per cent. 
NR 2 oie oc ada bine UR slddeea Cae konit 47 per cent. 
Other transportation ............... 2.88 per cent. 
NN oh gird ataanites ack 1.77 per cent. 


Total rail line operating revenues...2.98 per cent. 


“On the average October revenues somewhat exceed one- 


twelfth of the year’s total revenues.’ 


On account of the nomination of Mr. Brandeis to be a 
justice of the Supreme Court, there may be a special 
interest in the financial result of the so-called Brandeis 
suggestions. The increase by reason of changes in the 
schedule of charges for “special services” amounts io 
$23,191, or, at the rate of about $280,000 a year. The 
result of the imposition of different charges on excess 
baggage, switching, spotting, etc., amounted to little more 
than $40,000, the total being $64,219. Increases for inci- 
dental services amounted to $12,926, making a whole total 
for special services and incidentals of $82,032, or at the 
rate of about $960,000 a year, October, generally speaking, 
yielding a little more than one-twelfth of the entire annual 
revenue. 

The contribution made by tonnage moving on commodity 
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rates amounted to $1,534,274; the contribution by tonnage 
moving on class rates amounted to $1,146,002. 

Fifth class tonnage made the largest single contribution, 
the amount being $346,721. First class contributed $197,- 
328; second, $119,732; second, rule 25, $35,602; third, 
$111,775; third class, rule 24, $47,021; fourth, $128,905; 
fourth, rule 28, $6,090, and sixth, $87,078. 

Grain, lumber and manufactured iron and steel articles 
contributed the largest amounts produced by advances in 
commodity rates. Grain contributed $251,152; flour, $38,- 


335; lumber, $129,925, and manufactured iron and steel 
articles, $170,175; commodities other than those specific- 
ally enumerated contributed $508,694. 


NATURAL SHRINKAGE RULE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
The Atchison, on March 9, asked the Commission to re- 
affirm its decision in the case of the A. B. Crouch Grain 
Co. against it and other carriers. In effect that decision 
sustained the validity of the “natural shrinkage” rule 
which provides that when a claim for loss or damage is 
presented to a carrier involving a shipment of grain, it 
will deduct one-eighth of one per cent of the weight of 
wheat and one-fourth of one per cent of the weight of 
a shipment of corn and pay for any shortage in excess 
of that “natural shrinkage.” The Crouch complaint was 
dismissed and the language of the last paragraph has been 
read by the grain interests as an approval of the rule. 
The dismissal was made chiefly because the Commission 
has no jurisdiction over claims for loss and damage, and 
the complainant, in effect, was asking for reparation. 
The case was before the Commission on rehearing at 
the time the Atchison asked a reaffirmation. T. J. Norton, 
speaking for the Atchison, said that road would gladly 
carry litigation on the case to the Supreme Court. He 
said that until the natural shrinkage rule was adopted 
the claims for shortage on grain were a scandal, akin 
to the practices condemned by the Commission in the 
tap-line and elevation cases. His intimation was that 
until the shrinkage rule was adopted—-as the result of 
conferences between carriers and shippers who desire to 
conduct their business honestly—a claim for shortage was 
filed for practically every car of grain. After the rule 
was adopted the number of claims filed was materially 
reduced, and the satisfactory state: of affairs continued 
until, he said, pressure on one carrier caused that rail- 
road to “spill the beans.” He did not name the carrier, 
which, in his estimation, caused what he obviously thought 
a catastrophe. 


In defending the rule he said the deduction on account 
of shrinkage is less than the government agents, em- 
ployes of the Department of Agriculture, found to be the 
fact, during experiments lasting for more than a year. 
Therefore he expressed the belief that the deduction is 
less than a fair average of the invisible lossscaused, not 
by the carrier, but by elements over which it has no 
control. 

E. P. Smith, attorney for the Omaha Grain Exchange 
and the Omaha Elevator Co., contended that the rule was 
a limitation on the liability of the carrier and therefore 
in contravention of the Cummins amendment, not to men- 
tion the disregard of the constitution against the taking 
of property without due process of law. He said there 
was no warrant for a carrier making a rule based on 
the theory that there is an average loss of so much in 
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shipping grain and then requiring every shipper who 
claims a shortage to stand a deduction, made in such an 
arbitrary manner. It deprived a claimant of the right 
to a judicial determination on a dispute of fact, he said. 

By way of explaining what Mr. Norton had said, Mr. 
Smith said the spilling of beans took place when he sued 
the carriers in the Nebraska state court and in the Federal 
court for Nebraska, and obtained a judgment for the full 
amount of the claim notwithstanding the claim of the 
carriers that they made the deduction in accordance with 
the tariff provision. Judge McPherson, Mr. Smith said, 
gave an oral opinion which could not be published, but 
he suggested he would be perfectly willing to have the 
case taken upon on appeal. While Mr. Norton was talk- 
ing, Mr. Smith asked him if the Burlington did not prac- 
tically confess judgment and the other roads practically 
abandon the case. Mr. Smith indignantly asserted that 
the case was fought to a finish, so that if there was any 
spilling of the beans, it was not done in the courts. Mr. 
Smith cited a number of imaginary instances in which 
the deduction for “natural shrinkage” would exactly wipe 
out the claim for shortage, and then asked if the rule 
was not a limitation on the liability such as is forbidden 
by the Cummins amendment. 

‘By way of reply Mr. Norton said that in actual practice 
such cases had never arisen, else Mr. Smith would have 
been before the Commission with actual instead of theo- 
retical cases. 5 


DOINGS OF THE TRAFFIC CLUBS 


Nearly one hundred industrial traffic men and railroad 
representatives were present at the March meeting of the 
Traffic Club of the Cincinnati Chamber of Commerce held 
at the Hotel Metropole on the evening of March 13. Chair- 
man B. H. Stockman presided. Addresses were made by 
Blewett Lee, general counsel of the Illinois Central Rail- 
road, Chicago, and R. B. Mann, assistant superintendent 
of the C. H. & D. Railway, Cincinnati, on “Dual Regulation 
of Railroads” and “Car Shortage, Cause, Effect and a 
Remedy,” respectively. “With undeveloped sections of our 
country crying for improved transportation facilities, and 
every railroad doing a greater business than ever before, 
we should be prospering, but the cold fact is that the con- 
fusion of restrictions placed upon us by the commerce 
commissions of various states has frightened: capital from 
the railroad field, and we are unable to méet the demand 
for service,” said Mr. Lee. “Unless something is done to 
clear the ‘situation the people are going to demand that 
their goods be moved, even if the government has to take 
over the various lines and operate them without profit. 
There is one big objection to government ownership, and 
that is the probability that service will not be what it is 
to-day. But there is another way out. That is by placing 
railroads under the direct supervision of a federal board 
and eliminating the state commissions and their confusing 
rules. The Interstate Commerce Commission has proved 
itself worthy of such a trust. If, under the regulation the 
railroad field still should be unprofitable for investment, 
government ownership would remain to be tried. The rail- 
roads present a problem that must be solved quickly and, 
if possible, finally. While there is no co-operation between 
the various state commissions, and while they are not 
bound to respect rulings of the Interstate Commission, con- 
fusion will not be dispelled, but instead the situation will 
grow steadily worse.” 

“If it is true, as we believe,” said Mr. Mann, “that the 
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railroads own and operate sufficient equipment to take care 
of their business, then the cause for car shortage tis due 
more to a lack of industrial plant facilities than to lack of 
equipment. In effect, car shortage is far-reaching and seri- 
ous, both to our users and railroads. Due to the fact that 
a very large percentage of equipment is located in large 
terminal and industrial communities, it is obvious that 
shippers so located will naturally receive, in times of car 
shortage, a much larger proportion of equipment required 
than will the car users located in other communities, mak- 
ing it necessary for railroads to restrict the loading in 
such territory in order that cars may be moved to less 
favorable communities. Should the shortage continue for 
any considerable length of time the effect would be so 
serious as to cause a very decided change in the attitude 
of many large shippers, who to-day consider it legitimate 
to take their time in releasing cars, and until such time 
as large shippers and receivers of freight take a much 
broader and a less selfish view than they have in the past 
we will not make a great deal of headway in the matter of 
preventing car shortage, even though the railroads con- 
tinued large purchases of equipment, because under the 
present practice it simply means the purchase by the rail- 
roads of additional storage space for misusers of cars. As 
a remedy it has been suggested for some years past that 
the cure for the abuse of cars is to increase the demurrage 
rate. This suggestion always brings forth from shippers 
a loud protest. In order to make demurrage a source of 
revenue, the railroads would have to raise the rate to con- 
siderably more than $3. It is not improbable that such a 
rate may be charged unless there is a radical change in 
the method of using cars. As a general remedy for car 
shortage we will again suggest increased storage space and 
plant facilities, coupled with close co-operation in the man- 
agement of industrial plants, to the end of so regulating 
their business as to bring about prompt release and dis- 
patch of cars, together with co-operation and harmonious 
relations with the railroads.” 





The Spokane Transportation Club held its sixth annual 
meeting at the Spokane Hotel, March 3, at which time it 
treated its members to an elaborate banquet. Entertain- 
ment was furnished by the leading stars of the club’s recent 
minstrel show which filled the Auditorium Theater to over- 
flowing. The club ended a successful, year with all bills 
paid and over $500.in the treasury. The following execu- 
tive board was elected: V. G. Shinkle, J. M. Dutton, J. M. 
Watkins, T. C. Porteous, H. S. Collins. V. G. Shinkle has 
been elected president by the executive board. He was 
president of the club two years ago and is considered 
largely responsible for its success. 





More than 200 members of the Transportation Club of 
San Francisco, representing all the big railroad, steamship, 


street railway and auto clubs of the city, gathered in the ’ 


Palace Hotel the evening. of March 4 at the twelfth annual 
banquet of the club. During the banquet the members were 
entertained with vocal selections and dances by a number 
of cabaret singers, as well as instrumental numbers and 
selections by an orchestra. The banquet and entertain- 
ment lasted for three hours before Henry Avila, president 
of the club, arose to make the opening speech. Avila stated 
that the club was in the most flourishing condition of its 
long career, with a total of 745 members, and an increase 
of 1388 members during the year 1915. The club had saved 
$4,000, he said, and owed no bills. Edward Rainey, secre- 
tary to Mayor James Rolph, Jr., greeted the transportation 
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men on behalf of the city’s chief executive. E. O. Mc- 
Cormick, vice-president of the Southern Pacific Company, 
and C. M. Levey, general manager of the Western Pacific 
Railway, spoke on the upbuilding of the railroads of the 
West, while Robert Dollar, president of the Robert Dollar 
Company, talked of the shipping conditions of the Pacific 
Coast. Other speakers were Thornwell Mullally, M. H. 
de Young and J. J. Tynan. W. P. Wobber, chairman of the 
house committee, who arranged the banquet, got a vote of 
commendation from the assembled guests. 





This being an era of great changes, more or less affecting 
the enlarging of markets and the relations between trans- 
portation companies and shippers, the Milwaukee Traffic 
Club has undertaken to bring a few of these problems 
before its members by inviting speakers conversant with 
the subject under consideration. The club will hold an 
informal smoker in the rooms at the Alhambra Building, 
Monday, March 20, at 8 p. m., the guest for the evening 
being Frank Barry, who will explain the proposed rate 
changes in Wisconsin. 


SUPREME COURT DECISION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


An opinion of the Supreme Court, handed down March 
6, is beginning to attract attention. It is that of the 
Illinois Central, Yazoo & Mississippi Valley and others, 
plaintiffs in error, vs. V. P. Messina, coming up from the 
Supreme Court of Mississippi. Messina, on invitation of 
the driver of an engine, rode on the tender of a train 
running from Mississippi into Tennessee. On account of 
high water the engine was derailed and Messina was 
hurt. He sued and got judgment for $10,000 on the pre- 
sumption that the railroad was negligent. 

The railroads pleaded that Messina was on the tender 
in violation of the free transportation section of the Act 
to regulate commerce and therefore could not recover. 
The Mississippi Supreme Court said the Act to regulate 
commerce did not apply. 

The Supreme Court, in an opinion by Justice Holmes, 
from which Justices Hughes and McKenna dissented, held 
that the free transportation part of the act does apply, and 
that Messina was using “free transportation” and there- 
fore committing a misdemeanor when he __ was hurt. 
Justice Hughes, in his dissent, said the prohibition was 
against the issuance of a free pass and its use by the 
recipient; the engineer had no authority to give free 
transportation and therefore Messina was outside the Act 
to regulate commerce. The state Supreme Court said 
the carrier did not issue amy free transportation, and 
Messina was not using “any such free transportation;” 
that the engineer had no authority to issue free trans- 
portation, and therefore manifestly the act of Congress 
“ig not directed against acts of the character here in- 
volved.” Justice Hughes could see no reason for revers- 
ing the judgment. 


ANTHRACITE ORDER MODIFIED. 

The Commission on March 11 issued another modifica- 
tion of its order in the Anthracite Coal case, No. 4914. 
This change allows the Pennsylvania, the Lackawanna and 
the Delaware & Hudson to close a through route from 
certain mines on the D. & H. to South Amboy, N. J., when 
intended for reshipment by water. The rates via the route 
to be closed are $1.55 for prepared and $1.40 for pea and 
smaller sizes. 
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PERSONAL NOTES 


L. M. MacPherson, recently elected president of the 
Grand Rapids Traffic Club, was born at Dover, N. J., June 
6, 1887. He took the civil engineering course at Cornell 
University and was subsequently engaged in construction 
work for the Lackawanna Railroad, Foundation Co. and 
Hudson Tunnel Co. in New York. For a short time he 
worked in the mechanical department of the New York 
Central lines at High Bridge, N. Y., and resigned in Janu- 
ary, 1909, to enter the traffic department of the’ American 
Seating Co. at its plant in Buffalo, N. Y. Here he re- 
mained for three years and in February, 1912, was trans- 
ferred to the company’s plant in Grand Rapids, Mich., 








L. M. MACPHERSON. 


where he is at present in charge of the traffic department. 
He has been actively identified with the Grand Rapids 
Traffic Club, holding the office of secretary-treasurer for 
one year, and at the annual election on Feb. 17, 1916, 
being elected president. 

Silas H. Smith, for a number of years chief of the divi- 
sion of inquiry of the Interstate Commerce Commission, 
has resigned and is now on his way to England to repre- 
sent big western grain interests in Europe. A. H. Elder, 
who also has been in that division, has been appointed 
to the vacancy created by the resignation. Mr. Smith’s 
resignation and his departure from the country have been 
as quiet as the departing chief, who has been as silent as any 
man of that name. Loquacity would not have been a valuable 
quality in a man engaged in the kind of work committed 
to his care. Most of his work has been in running down 
violations of the law that could be best dealt with under 
the criminal sections of the law. His experience in that 
kind of work, it is believed, will enable him to give good 
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service in getting commodities in which his employers 
are interested to their destination. He knows the ins and 
outs of dealings between railroads and shippers, which, 
while they may not be flagrantly illegal, nevertheless give 
one man a preference over another. A. H. Elder, who 
succeeds Mr. Smith, is best known by the work he did 
in connection with the proceedings that resulted in the 
orders to rail carriers ordering them to divorce their water 
lines. 

E. F. Lacey, assistant secretary of the National Indus- 
trial Traffic League, was born April 3, 1885, at Downers 
Grove, Ill. He entered the employment of the C., B. & ‘Q. 
R. R. June 1, 1906, as clerk in the genéral freight office. 
He studied stenography at evening school, and advanced 
to a position as stenographer in the C., B. & Q. general 








E. F. LACEY. 


freight office. Later he was advanced to stenographer in 
the office of the freight traffic manager of the same road. 
With the exception of a few months in 1912, when he 
was in the employment of the Atlas Portland Cement 
Co., Chicago, he continued in the employment of the 
C., B. & Q. until Jan. 13, 1913, at which time he took 
the position of private secretary and assistant to the 
traffic director of the Chicago Association of Commerce. 
Jan. 17, 1916, he assumed the position as assistant secre- 
tary of the National Industrial Traffic League, in Chicago, 
succeeding D. P. Chindblom, who went to the Rochester 
Chamber of Commerce, Rochester, N. Y., as manager of 
the traffic bureau of that organization. 

George W. Koonce, agent of the Star Union Line of 
the Pennsylvania System, has been appointed district 
freight solicitor at Wheeling, W. Va., vice C. D. Howe, 
who died. W. W. Finley, Jr., has been appointed district 
freight solicitor at Atlanta, Ga., vice John T. Wray, ap- 
pointed southern freight agent. A. C. Debruin, freight 





608 THE TRAFFIC WORLD 


solicitor at Columbus, will succeed Mr. Koonce at Ironton, 
Ohio. 

B. F. E. Marsh, who was Feb. 16, 1916, appointed assist- 
ant general freight agent, A., T. & S. F. Ry., Topeka, 
Kan., was born June 25, 1869, at Topeka, Kan. He entered 
railway service Dec. 16, 1886, in the audit office of the 
A., T. & S. F. Ry. He has been in continuous service 
with that system up to date, in the following positions: 
1886 to 1894, audit office, Topeka, with exception of short 
period spent in claim department at Galveston, Tex.; 
1894 to May 1, 1904, rate and tariff clerk, general freight 
office, Topeka; May 1, 1904, to July 15, 1904, chief tariff 





B. F. E. MARSH. 


clerk, tariff bureau, Chicago;: July 15, 1904, to Feb. 1, 
1910, chief clerk, general freight office, Topeka; Feb. 1], 
1910, to Feb. 16, 1916, division freight agent, headquarters, 
Topeka. 

J. T. Hawkins has been appointed freight claim agent 
of the Quebec Central, with office at Sherbrooke, Que. 

F. L. Word has been appointed live stock agent of the 
Southern Railway Co., with headquarters at Atlanta, Ga. 

J. F. Cornelius has been appointed industrial agent of 
the Chicago & Alton Railroad, with headquarters at 
Chicago. 

G. D. Wadsworth has been appointed assistant general 
freight and passenger agent of the Quebec Central, with 
office at Sherbrooke, Que. 

M. P. Fraynor is appointed traveling freight agent of 
the Winston-Salem Southbound Railway Co., -with head- 
quarters at Florence, S. C. 

J. J. Fahey is appointed commercial agent of the Cleve- 
land, Cincinnati, Chicago & St. Louis Railway Co., with 
headquarters at St. Louis, Mo. 

S. S. Butler, traffic manager of the Beaumont, Sour Lake 
& Western and the St. Louis, Brownsville & Mexico, with 
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office at Houston, Tex., has resigned to become general 
southwestern agent of the Frisco Lines, with headquar-. 
ters in the same city. 

W. C. Barnes has been appointed traffic manager of the 
Tucson, Cornelia & Gila Bend, with office at El Paso, 
succeeding A. N. Brown, who died. 

Robert McGregor, formerly associated with the Cadillac 
Motor Co., has taken a position as traffic manager of the 
Saxon Motor Car Co., Detroit, Mich. 

Claude E. Baker, agent of the Oregon Short Line Rail- 
road at Idaho Falls, Ida., has been appointed district 
freight Agent at Salt Lake City, Utah. 

A. J. Blaisdell, general agent, passenger department, of 
the Canadian Pacific at St. Louis, Mo., has been trans- 
ferred to Shanghai, China, as general agent of the Cana- 
dian Pacific Ocean Services. 

Everett D. Davis is appointed soliciting freight agent 
of the Buffalo, Rochester & Pittsburgh Railway Co., with 
headquarters at Rochester, N. Y., reporting to the assist- 
ant general freight agent at Buffalo, N. Y. 

W. G. Manders, assistant freight agent of the Canadian 
Northern, has been appointed general freight agent, with 
office at Winnipeg, and J. M. Horn, district freight agent 
at Edmonton, has been appointed assistant freight agent, 
with headquarters at Winnipeg. 

The Wheeling & Lake Erie Railroad Co. announces that 
Edward Briggs is appointed general freight agent and 
the office of assigtant general freight agent is abolished. 
The office of chief of tariff bureau is also abolished and 
all matters pertaining to that department will hereafter 
be handled by the general traffic manager. 

The following appointments by the New Orleans, Texas 
& Mexico Railway are announced: J. A. Brown, general 
freight agent, Houston, Tex.; Roy Terrell, assistant gen- 
eral freight agent, New Orleans, La.; C. C. Lewis, general 
agent, Houston; C. C. Cary, assistant general freight 
agent, Houston; G. Q. Daffan, soliciting agent, Houston: 
W. S. Smith, traveling freight agent, Houston; E. E. Pea- 
cock, general agent, north Texas territory, Dallas, Tex.; 
Charles N. Gray, traveling freight agent, Shreveport, La.; 
J. R. McLeod, commercial agent, Baton Rouge, La. 


AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge: There are perhaps fifty 
more such agents on the Commission’s records, but they 
have filed no tariffs recently. 7 


fllen, S. A., Cent. States Desp.-Continental Line, Cincin- 
nati, O. 

Allen, W. P., Pacific N. W. Demurrage Bu., Seattle, Wash. 

Anderson, Frank, Memphis Tariff Committee, Memphis, 
Tenn. 

Arnold, H. E., Rutland-Mich. Central Line, Lowell, Mass. 

Barr, F. J., Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, ete., New York, 
| eet 2 

Behrman, M., New Orleans Public Belt R. R. Co., New 
Orleans, La. . 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Cent, Traction Co., Springfield, O. 

Boyd, E. B., Western Trunk Line Committee, Chicago, III. 
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Boyd, E. B., Illinois Frt. Com., Chicago, Ill. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, IIl. 

Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 

Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stocker, 
Chicago, Ill. 

Broaddus, Andrew, Cumberland Gap Despatch, Louisville, 
Ky. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 

Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. 

Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. N., Official Classification Com., New York, N. Y. 

Conard, G. P., Ry. Equipment & Register, New York, N. Y. 

Cottrell, J. J., Va. Lines Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinentl Frt. Bureau, Chicago, Ill. 

Crawford, John H., Lake Shore-Lackawanna F. F. Lines, 
New York, N. Y. 

Crawford, John H., Mich. Cent.-Lackawanna F. F. Line, 
New York, N. Y. 

Crawford, John H., Wabash-Lackawanna F. F. Line, New 
York, N. Y. 

Crow, W. R., Erie Despatch, Chicago, IIl. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dudley, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, Il. 
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Fyfe, R. C., Western Classification Com., Chicago, Ill. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, Ill. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt 
Lake City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
BD: C: 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M.,.S. .E. Demurrage Bureau, Atlanta, Ga. 

Hinton, E. H., Southeastern Freight Assn., Atlanta, Ga. 

Howe, Carl, New York Central F. F. Lines, Chicago, Ill. 

afunter, J. A. Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, — 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago, JII. 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, III. 

Morris, Eugene, Central Freight Association, Chicago, IU. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 

Mote, E. E., Pacific Car Demurrage Bureau, San _ Fran- 
cisco, Cal. me 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 


The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


We Build New Tank Cars 


Eastern Office: 


17 Battery Place 
New York 


TAN K 


For Lease 


KEITH CAR COMPANY 


Peoples Gas Building 


Rebuild Old Tank Cars 


Pacific Coast Office: 
24 California Street 
San Francisco 


CARS 


CHICAGO, ILL. 
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Pontius, F. A., Chicago Demurrage Bureau, Chicago, III. 
Powe, W. R., Southern Classification, Atlanta, Ga. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 
Renneker, W. E., Florida Orange-Pineapple Tariff. 
Robinson, L. R., Canadian Pacific Despatch Eastbound 


Guidebook. 
Rotchford, M. W., Ill. & Ia. Car Service Bureau, Peoria, Ill. 


Sedgeman, W. J., Seaboard-Colo.Utah Com., New York, 
n. x 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberger, F. E., Star Union “Line, Pitstburgh, Pa. 

Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, Ill. 

Souders, L. M., Empire Line, Chicago, IIl. 

Stewart, J. B., Ontario Central Desp. F. F. Lines, New 


York, N. Y. 
Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
a 


Talbot, J. S., Assn. of Lake Lines, Buffalo, N. Y. 

Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 

Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J., Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 


COMMERCE REPORTS 


Tasmania’s Handicaps. 
(Consul W. A. Bickers, Hobart, December 31.) 
The sale of American goods in Tasmania is under heavy 
handicaps from the status of the exchange market and 
from the uncertainty of shipments. 





It is generally agreed that American exporters are fairly 
prompt in filling orders, but the delay is due to the lack 
of shipping facilities. Many of the manufactured goods 
imported into this country from the United States were 
shipped from New York via London or Liverpool, but 
this route, on account of the congestion at English ports, 
is unsatisfactory at present, and goods must be shipped 
via San Francisco or wait until cargo space is available 
in steamers direct from New York to Australian ports. 
On account of the heavy railway freights from manufac- 
turing centers in the eastern section of the United States 
to San Francisco, only valuable goods in proportion to 
bulk can carry the burden of the railway charges; and 
in direct shipments from New York to Australia the 
service seems to be far from equal to the demands upon it. 

One of the leading hardware merchants of Hobart, who 
recently returned from a trip to the United States and 
England, said that while in New York he saw on the 
wharves, awaiting shipment, goods which he had ordered 
eight months before, and that his agents told him it would 
be impossible to give him any idea just when cargo 
space would be available for these goods. From the 
United States this merchant went to England and there 
found entirely different conditions, for there was no 
trouble in obtaining prompt shipments for such goods as 
manufacturers were able to furnish. Very few manufac- 
turers in his line, however, were in a position to accept 
orders at that time. 


Outside of the lines that the United States has always 
furnished this country, therefore, it is evident that only 
such goods as cannot be obtained in the United Kingdom 
will be ordered from the United States. This situation 
would be relieved to a material extent. if there were a 
regular freight service, with ample cargo space, between 
New York and Sydney and Melbourne. Even this would 
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not remove all the delays, as goods, after reaching Mel- 
bourne and Sydney, are often held there several months 
for lack of cargo space in the ships in interstate trade. 
This could be remedied by making Hobart a port of call 
for ships from New York. The volume of goods coming 
here from New York would justify this end, and if local 
buyers were informed that there would be a regular 
freight service from New York direct to this port once 
in two months, there would certainly be a decided in- 
crease in orders. 





Better Packing for Raisins. 
(Consul Felix S. S. Johnson, Kingston, February 15.) 

A Canadian trade journal recently complained of the 
way California raisins were packed, and made certain 
suggestions as to possible improvement. The easily split 
boxes that some of the packers use come into the retail- 
ers’ hands with big openings in the majority of them, out 
of which much fruit has been lost. Frequently they burst 
open as soon as they are picked up. A good, substantial 
box would interest the retailer in California fruit, by in- 
suring his getting all the fruit he bought. The hard-fiber 
box employed in the shipment of raisins by some packers 
is recommended here. 

It is not a matter of a box or two, but of about 8 out 
of every 10 appearing with a big sliver ripped off ana 
a few raisins lost; not enough to make a claim on each 
shipment, but bulking up to an important item in a year’s 
business. 





Special Packing Methtods. 

An American consular officer has called attention to a 
special style of packing that has been adopted by certain 
European exporting houses with a view to the prevention 
of pilfering. 

The report states that the merchandise is first placed 
in an inside container, which is then bound with wire. 
Burlap is wrapped around the entire package, and this 
wrapping is again bound with wire transversely, with the 
result that the entire wrapping must be removed to gain 
access to the inner package. The package prepared in 
this way is then crated or boxed, as may be necessary. 
In the outer crating or box special nails of serrated form 
are used. These nails cannot be readily removed without 
evidence of the removal appearing plainly on the case. 
This method of packing is not adapted to heavy and bulky 
merchandise, but it is this class of exports that suffers 
least from pilfering. 





Freight Rates to South America. 


With a tariff preference of 20 per cent in their favor, 
American cement manufacturers are not doing well in 
the Brazilian markets in competition with European ex- 
porters, who have been given an advantage in freight 
rates that more than offsets the preferential tariff. The 
freight rate from England to Pernambuco, for example, is 
$9 per ton, while the rate from New York is $12. 

According to statistics furnished by the Bureau of For- 
eign and Domestic Commerce, the imports of cement into 
Brazil have grown to important proportions in recent 
years. In 1913 the total imports for the country were 
valued at more than $7,000,000, and this was an increase 
of approximately $2,000,000 in a year’s time. Of the 1913 
imports, $3,000,000 worth came from Germany, $2,000,000 
worth from England, $900,000 worth from Belgium, and 
$750,000 worth from the United States, other countries 
furnishing smaller amounts. 
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Shipping Facilities at Aden. 

¢Vice-Consul Arthur G. W'atson, Aden, Arabia, December 9.) 

The anticipated shortage of shipping space (as reported 
in Commerce Reports for Nov. 6) has commenced. The 
agents of the British India Steam Navigation Co. have 
booked some space from Calcutta at the rate ruling there, 
180 rupees ($58.39) per ton for skins and hides and 100 
rupees ($32.44) for coffee to American ports. Their Cal- 
cutta office has informed them that even at these rates 
it will be impossible to give much space to Aden, and 
it will be necessary to pay the ruling Calcutta rate to 
obtain space, which is over 180 rupees ($58.39) at present, 
and as congestion continues will probably further increase. 

The Italian steamers have further increased their rate 
to accord with the rate of the British India Steam Nav- 
gation Co. and can offer little space, as Mombasa and 
ports of the Benadir coast are continuing to take prac: 
tically all offered. 


Strawboard Boxes in Mexico. 


<Vice-Consul William B. Davis, Guadalajara, Jelisco, Jan- 
uary 21.) 


Inquiries regarding .the possible use of corrugated, 
double-faced strawboard, fiber board, pulp board and solid 
fiber mill-board boxes show that no boxes of this class 
are used in the Guadalajara consular district for pack- 
ing or shipping merchandise, and their use would be an 
innovation. There are, however, possibilities of introduc- 
ing them in this market. 

There are no rules or laws governing interior trans- 
portation by public carriers or other shipping agencies 
which regulate the use of these boxes in the mail, freight 
or express service. 


Packing of Goods for Costa Rica. 
(Consul Samuel T. Lee, San Jose, January 15.) 

Some three months ago an American firm shipped to 
San Jose a motorcycle side car packed in such fashion 
that the freight and other charges were $12.25 more than 
was necessary. The side car came in a box measuring 
46 cubic feet, with a gross weight of 323 pounds and a 
net weight of 160 pounds—the box thus weighing 3 pounds 
more than the contents. 

The body and smaller parts of the car should have 
been shipped in a box of half-inch lumber (instead of 
l-inch material), with the springs,. wheel and mud-guard 
packed inside the body. The underframe should have 
been taken off, wrapped in paper and burlap, and shipped 
separately. The car body and other parts could have been 
packed in a box measuring 27 cubic feet; the frame, in a 
separate package, securely wrapped as described, would 
have measured approximately 8 cubic feet. 

The freight, dispatching, customs and incidental costs 
on the side car as sent amounted to $48.90; packed as 
suggested, the nage would have been $36.65—a saving, 
as noted, of $12.25 in charges on an article whose invoice 

value was $56.50. 4 

Shipping Facilities with Australia. 

(Commercial Agent E. C. Porter, New York, January 12.) 

The great scarcity of steamships and sailing vessels 
has greatly increased the difficulty in handling shipments 
of American goods to Australia and New Zealand. 

At present there are four lines which have been oper- 
ating vessels between New York and Australian ports. 
During the period from September 15 to 31 six ships were 
scheduled to sail from New York for Australian ports. 


THE TRAFFIC WORLD 


Avoid Congestion! 


Hundreds of alert traffic managers can tell 


you that their freight has broken through the 
Port of New York congestion, because they 
marked their bills of lading, “Via Hoboken 
Shore Road.” 


You, too. can avail yourself of this service, with- 


out changing your existing affiliations. ‘Hoboken 
Shore Road co-operates with your local forwarding 
agents or brokers. 


No charge to shippers on carlot service. Our 
earnings are paid by the trunk lines. 


Hoboken Shore Road Service 
Makes Sailing Dates 


because (1) it has direct rail connection between the 


nine great trunk lines and the five steamship com- 
panies listed below. (2) It has the most efficient 
switching facilities and the most modern transfer 
equipment in the Port of New York. (3) It main- 
tains rigid yard inspection to avoid delay. 


Only One Handling Of Freight 
—All Damage Avoided 


Hoboken Shore Road moves all export freight di- 
rectly from car to dock with only ONE HAN- 
DLING by use of electric trucks carrying a ton ata 
time. This obviates all danger of damage which so 
often occurs where freight is handled FOUR TIMES 
as when transferred by truck and lighter elsewhere. 
in Port of New York. 


Hoboken Shore Road 


connects with 


D. L. & W. R. R. 
West Shore R. R. 
New York Central 
(Except between Chatham 
and Mt. Vernon and Nep- 
perhan, N. Y.) 
N. Y. O. & W. R. R. 
Central R. R. of N. J. 
Baltimore & Ohio R. R. 
Lehigh Valley R. R. 
Pennsylvania R. R. 
Erie R. R. 


For all carlot shipments. 


You are 
entitled to 

this superior 
terminal service, 
without extra 


charge on carlots. 


It handles freight to the 


Holland-American Line 
Scandinavian-American Line 
Wilson Line 
Hamburg-American Line 
North German Lloyd Line 


All freight billed ‘‘ Via Hoboken 
Shore Road’’ is accepted by these 
lines despite any embargo. 


HOBOKEN SHORE ROAD 


Foot of Fifth Street Hoboken, N. J. 


Simply bill your 
shipment “Via 
Hoboken Shore 
Road.” 
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Of these vessels only two were steamships and the ag- 
gregate tonnage of these ships was 27,000 gross tons. 

The steamship companies stated that they hoped to be 
able to increase the available tonnage for Australian ship- 
ments during January. In connection with this shortage 
it should be noted that in many cases the charter of the 
ships call for the delivery of raw materials from Australia 
to Europe. 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 


and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 


418 So. Market Street, Chicago. 
SD 
TRAFFIC MANAGER, married, now employed by large 
farm wagon concern, desires to make a change. Have 
had broad experience in all traffic matters pertaining 10 
the wagon and implement business. Thoroughly con- 
versant with tariffs, classifications and I. C. C. rulings. 
Can organize department that will show results. Best of 
references. B. E. H., The Traffic World, Chicago, Ill. 











\ 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 


. e 
Do Business by Mail 
Start with accurate lists of names we furnish—build solidly. 
Choose from the following or any others desired. 
Apron Mfrs. Wealthy Men Fly Paper Mfrs. 
Box Mfrs. Ice Mfrs. Foundries 


Shoe Retailers Doctors Farmers 
Tin Can Mfrs. Axle Grease Mfrs. Fish Hook Mfrs. 


Druggists a ugere Feather Duster Mfrs. 
Auto Owners Hotels 


Contra 
Our complete book “ot of mailing statistics on 7000 classes 
of Prospective customers for the asking. You need it. 
Ross-Gould, 822P Olive Street, St. Louis. 


Ross-Gould 


Marling 
Lists St.Louis 








ACME STEEL 





Acme Twisted Wire Box Strapping 





PREVENT PILFERING and DAMAGE 


TO YOUR SHIPMENTS BY USING 


Makes strong, durable containers 


No. 7 Acme Box Strap 
WRITE FOR CATALOGUE 


ACME STEEL GOODS CO. 
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THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The tariff officials of the Chicago, Milwaukee & St. Paul 

are going to be busy between now and June 1, on which 

day the rates of that carrier from many points of origin 

to many destinations must be brought into conformity 

with the long-and-short-haul part of the fourth section. 

An even dozen denials of authority to continue existing 

class and commodity rates were issued on March 11 and 
a number the day before. 


Apparently the violations are of minor importance and 
are the result of making rates at every competitive point 
to meet those of the more direct lines, even if they did 
not bring much business. Among the articles as to which 
permission has been denied are staves and headings, cot- 
ton fabrics, seed, grain and grain products, cement, tar, 
pitch, soap, soap powder and live stock. 


One denial of authority is to continue fourth section 
violations on live stock from Savanna, IIl., to eastern and 
Canadian points. Savanna has not.a large reputation as 
a point of origin for live stock. Another denial is as to 
meadow grass seed, timothy seed and Hungarian grass 
seed from Omaha, Kansas City and other Missouri River 
points to Newport News. The activities of the tariff peo- 
ple, however, will be just as great as if the rates applied 
to vast volumes of traffic. The denials are based, gen- 
erally, on the fact that the Milwaukee’s line to those 
markets is not more than 15 per cent longer than over 
other routes that may be used by it or its competitors. 


JOINT RATES DEMANDED 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Inland Navigation Co., operating boats on the Mis-, 


sissippi from St. Louis to New Orleans, making stops at 
Joppa, Ill.. Memphis and Greenville, has filed a petition 
against the Wabash and other C. F. A. and Western Trunk 
Lines asking the Commission to order them to establish 
through route and joint rate arrangements with it for 
the carriage of all kinds of commodities from St. Louis, 
East St. Louis and Joppa to Memphis, Gr eenville and New 
Orleans. 

It asks the establishment of such an arrangement on 
the ground that the failure of the rail lines voluntarily 
to make through route and joint rate arrangements is an 
unjust discrimination against it. It averred, in its com- 


BOX STRAPPING 





Manufacturers 


2840 Archer Avenue - CHICAGO 
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plaint, that it had asked for the establishment of such 
connections, but the rail carriers had refused. 
The company has a number of barges, self-propelled, 


> but it is contemplating the purchase of others. It desires 
i to know what amount of business it may expect from the 
: C. F. A. and Western Trunk Lines at East St. Louis, St. 
; Louis and Joppa, the points where the rail lines touch 
: the Mississippi, before making further investment. It 
j asks for through rates and divisions the same as the rail 
° lines respondent make to other boats on the Mississippi 
: and their southern rail connections. 

i COMMISSION ORDERS 

t — 

z Reparation in the sum of $2,232 has been awarded to com- 
h plainant in Case 6659, New England Fish Co. vs. C. M. & 


; St. P. and Adams Express Co.; in the sum of $99.36 to com- 
n plainant in Case 5215, Chattanooga Sewer Pipe & Fire Brick 

Co. vs. A, G. S. et al.; in the sum of $1,770.72 to com- 
n plainant in Case No. 7776, Lander County Livestock Co. ys. 
a Sou. Pac. et al.; in the sums of $19.04 to Cudahy Packing 
s Co., and $206.71 to Swift & Co.; in Cases No. 6764 and Sub- 
o No. 2, Cudahy Packing Co. vs. St. Joe & G. I. et al.; in 


S the sum of $73.20 in Case No. 7165, Swift & Co. vs. L. & 
r N.; in the sum of $1,140.23 to complainant in Case No. 6794, 
- Standard Roofing Co. et al. vs. M. K. & T. et al.; in the 
a sum of $172.39 to complainant in Case No. 7403, Ft. Worth 
i. Elevators Co. vs. Santa Fe et al.; in the sum of $469.44 to 
ec the Morton Salt Co., $9.25 to Sunderland Bros. Co., and 
r $167.68 to the W. R. Brooks Coal Co. in ‘Case No. 5909, Sun- 
3. derland Bros. Co. et al. vs. Santa Fe et al., and in the sum 
of $716.29 to complainant in Case 7462, C. C. Mengel & 

Bro. Co. vs. B. & O. et al. 
’ The Indianapolis Board of Trade has been allowed to 
intervene in Case 5688, Kentucky Distilleries and Ware- 

- house Co. vs. L. & N. et al. 


C Complainants’ petition for rehearing upon the question 
of reparation in Case 5688, Kentucky Distilleries and Ware- 


oo house Co. vs. L. & N. et al., granted. 

ae The Public Service Commission of Oregon has been 
1k allowed to intervene in Case 8571, Public Service Commis- 
sh sion of Washington vs. A. & V. et al. 

or The Southern Illinois Millers’ Assn., Bernet Craft and 
is, Kauffman Milling Co., Hegel Milling Co. and Valier & 
Ww Spiers Milling Co. have been allowed to intervene in Case 

8542, Jackson Board of Trade vs. Illinois Central et al. 

- The B. & O., B. & M., C. RK. R. of N. J., C. & 0, D..L. € 
ly W., Erie, Grand Trunk of Canada, Lehigh Valley, Maine 
we Cent., N. Y: Cent., N. Y. N. H. & H., N. Y..& W,, P. BR. R., 
“eg P. & R., Western Md. and West Shore have been allowed 
ie to intervene in Case 8555, Holland-St. Louis Sugar Co. vs. 


Illinois Central et al. 

Order of Commission of December 20 in I. & S. 402, 
Westbound Trans-Continental Freight Rates on Buckwheat 
and Corn Flour, effective April 1, changed to read effective 
May 1, 1916. 

Third paragraph of page 164, of Commission’s report in 
I. & S. 606, rate increases in Western Classification terri- 
tory No. 2, changed to read as follows: “Harness and 
Saddlery to Oklahoma Points.—Certain increases in the 
rates on harness and saddlery from Texas points to points 
in Oklahoma are proposed in tariffs under suspension 
herein, which cancel commodity rates, leaving class rates 
applicable. ‘The respondents state that the issues with 
respect to these proposed increases are the same as those 
involved in Harness to Oklahoma, now pending, and re- 
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WRITES A SATISFIED 
PATRON: 


6é 


..... 1 must say that the serv- 
ice so far has been entirely sat- 
isfactory in every way and is 
a decided improvement over the 
service afforded by Belt Lunes 
operating through Chicago used 
by our Company last year.’’ 


The Belt Railway of Chicago is 
built and operated for service 
and your shipments routed via 
its rails are insured prompt 
handling through Chicago. 


Don’t take our word for it; try it. 
Your experience will be that of 
others who express themselves 
in terms like those above 
quoted. 


Just add ‘“‘B.R.C.’’ to your 
routing and your’ shipments 
will travel via the road that 
“*humps’ em.’’ 


If you want record of passing 
Chicago, ask us for it. 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager 
229 Dearborn Station Chicago, Ill. 


Telephone Harrison 3690 
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quest that they be disposed of in connection with that 
docket. This request will be granted, and the tariffs car- 
rying cancellations under suspension herein will be ordered 
to be cancelled, but without prejudice to whatever future 
disposition may be made by the Commission regarding 
these rates when a decision is announced in that pro- 
ceeding.” 

Complainant has been allowed to amend petition in 
case 8351, American Beet Sugar Co. et al. vs. Sou. Pac. 
Co. et al. 

Sulzberger & Sons Co. have been allowed to intervene 
in case 8469, Kansas Car Lot Egg Shippers’ Assn. vs. 
B. & O. et al. 

The Public Service Commission of the State of Wash- 
ington has been allowed to intervene in case 8378, Eastern 
& Western Lumber Co. et al. vs. Ore.-Wash. R. R. & Nav. 
Co. et al. 

Order of January 20 in case 3666, Modification of Regu- 
lations Governing the Transportation of Liquefied Pe- 
troleum Gas, modified so as to become effective May 15. 

Petition of defendants in case 7736, Paducah Board of 
Trade vs. Illinois Central et al., for rehearing, denied. 

Order of Commission in case 7736, Paducah Board of 
Trade vs. Illinois Central et al., of January 21, further 
modified so as to become effective April 15. 

The Paducah Board of Trade and the Metropolis Com- 
mercial Club have been allowed to intervene in cases Nos. 
8528, Kraetzer Cured Lumber Cos et al. vs. Yazoo & M. 
V. et al., and 8529, Lamb-Fish Lumber Co. et al. vs. Y. & 
M. V. et al. 


TRAVELERS IN CENTRAL AMERICA 


(Commerce Reports.) 

In reply to a circular sent out by the Department of 
State at the request of the Bureau of Foreign and Do- 
mestic Commerce, of the Department of Commercce, a 
number of consular reports dealing with the treatment of 
commercial travelers in Central American countries have 
been received from the American cousular officers stationed 
in those countries. These reports are to be published in 
the Commerce Reports and later reprinted. 





Costa Rica—Consul Samuel T. Lee, San Jose. 
The customs treatment of samples imported by commer- 
cial travelers is provided for in section 133 of the customs 
tariff of Dec. 23, 1911, which reads as follows: 


Samples of value imported by commercial travelers for ex- 
hibition and intended to be reexported are dutiable at 0.05 
colon per kilo gross ($1.05 per 100 pounds), subject to com- 
pliance with the following provisions: 

The traveling salesman or his agent shall enter the samples 
in exactly the same manner as would be followed in the case 
of any other merchandise, and shall make a deposit to cover 
the full amount of duty. The customs official designated to 
make the customs inspection shall make a very careful exami- 
nation of the packages. The collector of customs shall give 
the salesman or his agent a certified copy of the entry (poliza), 
which must accompany the application for a permit to re- 
export the samples (pedimento de reembarque).. Samples may 
be reexported through the customhouses of San Jose, Limon or 
Puntarenas, and in case of application made at the central 
customhouse, San Jose (aduana central) the packages will be 
sealed, marked and shipped with bill of lading to the collector 
of customs at port of departure. If on comparing the sam- 
ples with the entry at the customhouses it is found that there 
is a discrepancy or that any of the samples are missing, the 
interested party shall forfeit the entire amount of duty paid. 
The commercial traveler, however, can dispose of all or part 
of his samples with permission of the collector of customs con- 
cerned and upon the previous payment of the corresponding 
duties. A period of 90 days is allowed to traveling salesmen 
to avail themselves of the privilege of reexportation, and if 
at the end of this period the samples have not been reexported 
the duties paid wiN not be refunded. When the commercial 
traveler applies for the permit to reexport his samples, the 
amount deposited by him on entry ‘will be refunded, less a 
charge of 0.05 colon per kilo gross weight ($1.05 per 100 pounds), 
provided that the contents of the packages are the same as 
shown at the time of making entry. 
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The foregoing provisions have been modified by the de- 
cree of March 28, 1913, so as not to apply to samples of 
jewelry or articles manufactured of gold and silver. These 
samples pay full duty on entry, and there is no provision 
for a refund of duties when they are shipped out of the 
country. This modification of the general provisions does 
not apply to samples of gilded or plated articles, or to 
common metal goods known as “imifation jewelry.” Sam- 
ples of this sort of merchandise are subject to a refund of 
duties when exported from the country. 

Traveling salesmen availing themselves of this provision 
for refund of duties should, on their departure from Costa 
Rica, endeavor to pack their samples in the same trunks 
and in the same order that they were packed when the 
entry was made. This precaution will expedite materially 
the clearance through customs at the time of re-exporta- 
tion. 

The custom house brokers and forwarding agents at the 
ports of Limon and Puntarenas, and at the commercial 
center, San Jose, are perfectly familiar with the procedure 
regarding the entry of samples, and their charges ‘are 
moderate. 

The municipality of San Jose collects a tax of 50 colones 
($23.26) from commercial travelers, and the license issued 
is good for six months. In actual practice the collectors 
of customs advise the municipality of all travelers arriving 
with samples, and the municipal collector calls on them 
for the fee. Travelers operating without samples are 
also subject to the tax, but as their arrival is not heralded 
they are seldom called upon by the municipal collector. 
Probably not more than 10 per cent of the commercial trav- 
ers arriving at San Jose pay this tax. 

At Port Limon there is a municipal tax of 2 colones 
($0.93) per day, or 8 colones ($3.72) per week. 

The following towns also require travelers’ licenses, the 
rate for each visit being: Puntarenas, $6: San Ramon, 
Puriscal and Grecia, $2, and Turrialba, $3. 


APPROVES TRADE ARBITRATION 


(Commerce Reports.) 

The Chamber of Commerce of Buenos Aires approved on 
December 10, with some. modifications, the proposed agree- 
ment with the Chamber of Commerce of the United States, 
which was suggested at the Pan-American Financial Con- 
ference, with the object of promoting arbitration in cases 
of disputes between commercial houses. The original draft 
of the agreement was published in Commerce Reports for 
June 23, 1915. It proposed that in all contracts between 
merchants of the Argentine Republic and the United States 
there should be inserted a standard clause to the effect that 
in the event of controversy concerning the contract it 
should be submitted to arbitration under joint rules to be 
agreed upon. For the administration and general super- 
vision of such proceedings the draft of the agreement pro- 
vides that each of the chambers of commerce shall cre- 
ate immediately a committee on arbitration, to be com- 
posed of five persons serving for stated periods. 

The Chamber of Commerce of the United States has 
not yet acted upon the agreement, but it will be acted upon 
by the board of directors at its meeting on Feb. 5, and 
will be reported to the chamber at its annual meeting Feb. 
8, 9 and 10. The proposed agreement stipulates that it 
shall become effective after the exchange of ratifications, 
within one year from July 1, 1915. The report of its 
approval in Buenos Aires was received from Ambassador 
F. J. Stimson. 
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F’ you want absolutely de- 


pendable advance information 

concerning proposed changes, not only in 
your freight rates, but also those of your com- 
petitors in other cities, there is gust one way to 
get it and that is by regularly watching for 
wt an The Traffic Bulletin. 


Our tariff abstracters gather this data 
directly from the file rooms of the Interstate Commerce Com- 


mission every working day in the year and we are thus able to pass it on to our readers from 
two to four weeks before the changes become effective. 


Not only do we give this information to 


our readers 52 weeks in the year, but we also advise them in 
the same authentic way about the Commission’s tariff rejections and suspensions as well as 
ats fourth section orders. 


If you are keeping a tariff file you must 


keep it up-to-date or zt zs worthless. It will be easily kept 
up-to-date if you use The Traffic Bulletin, and it will be a practical impossibility if 
you do not. 


Samples and full information will be sent 
free upon request. 


The Traffic Service Bureau 


Publishers The Traffic World 


418 South Market Street 
Chicago, Ill. 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Ete. 


BANGOR, ME. 


HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 








SHREVEPORT, LOUISIANA 
Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE W'AREHOUSES ON RAILROAD TRACKS. 


Jenkins Express 
COLUMBIA, S. C. 


The Geographical Center of Its State. Four Railway 
Systems. River Transportation. 





Equipped for general storage, bonded storage, distribu- 
tion, forwarding. Motor truck transfer. Private side 
track connecting all lines. 





Western Transfer and Storage Co. 


616 to 622 San Francieco St. 
RL PASO, TEXAS.’ 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A _ SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 





EDGAR’S SUGAR HOUSE, Inc. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 

Bight fireproof warehouses on tracks ef princi rail- 
reads. The only two fireproof warehouses on the river 
frent. Lowest insurance rates in the city. Twelve aute 
trueks fer delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 





PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established in 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing by express or parcel post. Own and operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FOR WARDERS— DISTRIBUTORS 


fh, fy --4--9 4--,--y csch of the BB palroeds, 
We have direct track connection 

12 interurban and five ~— A 8X 

quitehing enacgee om car tots, other in or out. 


The Toledo Warehouse Co. 
1808-19 La Grange St. 
‘s Associations 


f 


Members American and Interstate 
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Albany Terminal Warehouse Ce. 


10 TIVOLI ST., ALBANY, N. Y. 

Storage, transferring and forwarding. Direct railroad 
connections, all railroads. Also buildings suitable for 
branches, to let in whole or part. Members of American 
Chain of Warehouses 'and -American Warehousemen’s 
Association. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 











ST. JOSEPH TRANSFER CO. 
“ PONY EXPRESS” 
-. a ef 


MERCHANDISD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 





CHICAGO— 
Chicago Storage & Transfer Co. (Not Inc.) 


6851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
INSURANCE TWENTY CENTS. 








Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





“MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete 
EXPORT SPECIALISTS 










oc gi Daly ol Completely Covering Shipments by 
LEAVE IT ALL TO US < WAR RISK RAIL and OCEAN 
oe come ora aga ace to All Parts of. the World. 





JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Agencies in All Principal! Cities and Ports in Europe, Asis, Afries, Australasia, China, Japan, South America, Philippine Islands, etc. 













Security Wareheuse Company . 
MINNEAPOLIS, MINN. PITTSBURGH, PA. 
Northwestern Distributors for nearly all Nationally FIREPROOF AND NON-FIREPROOF WAREHOUSES 
Advertised Commodities—Twenty Car Trackage PENNSYLVANIA SIDING LOWEST INSURANCE 
Space. Write us about storage or distributing 
Motor Truck delivery in Minneapolis and St. Paul HAUGH & KEENAN STORAGE & TRANSFER CO. 










FORT WAYNE, INDIANA, 
WAREHOUSES Central Warehouse Co. 








Storage—forwarding 
Grand and Harrison Streets Trackage Coanection with all railroads entering the 
Francis and Hayden Streets Twin Cities. 





Minnesota Transfer, Minn. 


D. A. MORR TRANSFER AND STORAGE CO. PHILADELPHIA, PA. 


KANSAS CITY, MO. 

















2114-2120 Central Street BEST DISTRIBUTING POINT IN THE EAS) 
TRANSFER, MERCHANDISE STORAGE, FORWARD- Railroad ‘Sidings, Penna. Phila. & Readi 
ING, DISTRIBUTION AND CITY DELIVERIES. = peboameve . Saf — os et — ding 
Direct Connections With All Rallroads. Fireproof Storage, spers im giving ouse ce 
Sprinkler System. SCOTT PAPER CO. WAREHOUSE 
\C. R. CLEMENTS, Manager 











Frochers Capacity 18 cars.a day. Very low insurance. 





Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING. 
GENERAL STORAGE, FURNITURE STORAGE, ETC. 
































Established 1890. From 


we know your needs. Write for information. 
Omaha Fireproof Storage Co. 


long and practical experience 








Witkin Trucking Com 
pany 806-18 SOUTH 16TH ST., OMAHA, NEB. 
aaa epee fe SUS ee EIGHT AND ONE-HALF ACRBS FLOOR SPACE 
NEW YORK. N. Y INSURANCE RATE 20 CENTS 
» N. Y. TRACKAGE SPACE, 10 CARS. GENERAL TEAMING 
“HE SERVES BEST WHO SERVES WELL’’ AND AUTO SERVICE. 1 







Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 





Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 






DISTRIBUTORS OF POOL CARS AND GENERAL bs CUSTOM HOUSE BROKERS 
WAREHOUSING Members American Chain of Warehouses 






Members American Warehousemen’s Association 







CHICAGO Louisville Public Warehouse Co., Inc. 







Jos. Stockton Transfer Co. 5 LOUISVILLE, KY. 
536 The Rookery Building Import and export freight contractors, transfer and 
Teaming of Every Description—City Delivery Service reshipping agents, custOm house brokers. Bonded and 





~ eens 






and Carload Distributors. | free warehouses. 
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For Commerce Attorneys and Traffic Men 
Notes To 
Interstate Commerce Commission Reports 


By KARL K. GARTNER, Attorney 
Interstate Commerce Commission 
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How do-you know that the case on which you are 
relying is still authority? 

A glance at Gartner’s Notes will show you what has 
happened to the case on which you rely,—whether it has 
ever been subsequently discussed, reconsidered, modified, 
affirmed or overruled. 


If your adversary uses Gartner’s Notes and you do not, 
he has you at a disadvantage. Hundreds of men are using 
these books to great advantage. 


Send your order at once to the publishers 

















Two volumes, price $45.00 delivered 


The work is kept to date by semi-annual Supplements at $10.00 per year 


The Baldwin Law Book Co. 


INCORPORATED 


523 Court Place, - - - - Louisville, Ky. 


ORDER FORM : 


The Baldwin Law Book Co., 
523 Court Place, Louisville, Ky. 
Send Gartner’s Notes to Interstate Commerce Reports, two volumes, buckram binding, at $15.00. 
Enter subscription for Semi- annual. Supplements to same at $10.00 per year. 
It is agreed that all future bound volumes are to be delivered without further cost so long as this 
subscription is kept up. 
You are to furnish a binder to hold the Supplements. 





COG DOR aise ois 5 Fe a Skewers wks. enclosed. 





